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BROAD STREET STATION BUILDING 
PHILADELPHIA. 


In these times of keen com- 
petition and “rock bottom” 
prices, the cost of distribution 
is an item worthy of the ut- 
most consideration. Our ter- 
minal properties, strategically 
located in the great centers 
of population, enable manu- 
facturers and distributors of 
all classes of merchandise 
to effect real worth-while 
economies in placing their 
products within the hands of 
the consuming public. 

Don’t permit yourself to be 
a doldrum on the commercial 
sea when by merely applying 
efficient methods to your dis- 
tribution you can overcome 
the chief limiting factor be- 
tween failure and success. 

For details address the ter- 
minal nearest you. 
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Of pony you ve a tariff 
on bananas. You're 


simply discouraged because 
you cannot locate it. The 
trouble is it's not readily 
available in your file. You 
pass it by time after time 
because it is 
wedged in and 
you cannot see 
enough of the front 
of it to recognize it. 
Automatic Tariff 
Files end such diffi- 
culties. They save time 
in the location of needed in- 
formation. They afford auto- 
matic expansion which 
renders the whole front of 
each tariff visible as you 
thumb quickly through. Tariffs are filed upright 
and the |. C..C. and G. F, O. numbers are instantly 
discernible. 
Investigate the econ- 
omies of Automatic Tariff 
Files. Learn why they last 
longer, protect records 
betterandcost appreciably 
less per filing inch. Write 
forspecial descriptive Tariff 
File Bulletin which gives 


full information. 


Above, No. 351T, 

comer tiap Auto- 

matic tariff file, 3 
drawers, capacity 644 

ft. of tariffs. At right, 

No. 251T, oa 
automatic tariff file, 
holds 4% ft. of tariffs 
Write for details of the 
entire line of Autom atic 


AUTOMATIC 
FILE AND INDEX COMPANY 


111 N. Canal St. 
CHICAGO, ILL. 
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me. JOHN BULL... will listen 


to r edis On The “Buy British” movement has been 


a god-send to England. It has forced British manufac- 


turers to recognize the value of their own market. 


American manufacturers can no longer overlook the 
necessity of meeting this encouraged British competition. 
They must either establish their own factories in England 


or retire gracefully. 


Factory sites along the L.M.S. right-of-way are plenti- 
ful—either for sale or for rent. Prices are extremely low. 
Cheaper labor and carrying charges make operation most 
economical. And of course, a “‘Made in England” label 


for your product eliminates all buying prejudice. 


Let us show you our listing of available factory loca- 
tions—also the experience background of other American 
businesses already manufacturing in England. This in- 
formation will be given in strict confidence—without cost 


or obligation. Just write or phone. 


LMS 


GREAT BRITAIN 


LONDON, MIDLAND & SCOTTISH RAILWAY OF G. B. 


[LONDON, MIDLAND & SCOTTISH CORPORATION] 
Thomas A. Moffet, Vice-President—Freight Traffic 1 Broadway, New York City 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





THE COOLIDGE COMMISSION 


HETHER the plan for an investigation and re- 

port on the railroad situation by a commission set 
up at the instigation chiefly of certain banking and in- 
surance interests and headed by Calvin Coolidge, former 
president of the United States, will prove beneficial de- 
pends largely on the methods employed. If the commis- 
sioners enlist the services of experts to develop facts and 
give those facts and their resulting conclusions to the 
publie with their recommendations, good may be expected. 
If, however, they merely examine the situation cursorily 
and then announce their conclusions, little good will come 
of it and, on the other hand, much harm might result. If 
their conclusions, after such casual consideration, hap- 
pened to be sound, no harm would ensue, but there would 
be little accomplished, since the mere opinions of these 
particular men can mean little. We would not care much 
for Jack Dempsey’s recommendations as to a line of cul- 
tural reading or, on the other hand, for John Gilbert’s 
opinions as to proper prize ring rules. We have always 
deprecated the average newspaper’s inclination to seek 
opinions on this, that, or the other subject from persons 
who, though in the limelight and expert on some other 


subjects, knew little or nothing of the matter under im- 
mediate discussion. We have regarded such opinions as 
interesting, but unimportant. The harm from a half- 
baked consideration by a group such as the one selected 
to investigate the railroad situation, if its conclusions 
happened to be unsound, would be the weight it would 
carry with an unthinking public, just because of the 
names signed to the report. 

So we shall withhold comment, favorable or unfav- 
orable, for the present, except to say that the mere fact 
that such an investigation is planned and that men of the 
stamp of Mr. Coolidge have been prevailed on to partici- 
pate in it is encouraging, as is also the fact—if it be a 
fact—that organizations of shippers and transportation 
agencies competing with the railroads are also favorable 
to this inquiry. The transportation situation is before 
the country in such way that it cannot be ignored and 
this movement is a recognition and proof of that fact, as 
is also the report of the special committee of the Cham- 
ber of Commerce of the United States on the same sub- 
ject, printed elsewhere. Whether all the expressions of 
approval or condemnation in such reports are wise and 
sound is not the important consideration in this connec- 
tion; the important thing is that leading citizens realize 
that there is a weighty problem to be solved and are try- 
ing to solve it. On that score we approve the Coolidge 
inquiry, though we await details as to how effectively the 
commission will operate. 

We have for a long time favored some such commis- 
sion, though we would have had it set up a little differ- 
ently. We would have had it composed of railroad execu- 
tives, representatives of other transport agencies, indus- 
trial leaders, expert industrial traffic men, economists, 
and a congressman or senator or two. Conclusions reached 
by such a body, if it could arrive at conclusions, would ob- 
viously carry weight with no explanation, whereas, rec- 
ommendations by such a body as has now been set up 
must, in order to have force, be accompanied by a show- 
ing as to the kind of investigation that was made and the 
facts on which conclusions are based. 


HOOVER AND RAIL WAGES 
URELY President Hoover is not moved by political 
\J considerations to the opinion that it would be wise 
to defer the matter of the proposed further cut in rail 
wages until after the first of the year—which will be after 


PAGE 593 








PAGE 594 
















The new west approach to the McKinley Bridge—spanning the Mississippi River at St. Louis. 


Part of the new ELEVATED -SUBWAY ROUTE (completely 
electrified) into the heart of downtown St. Louis—providing expe- 
dited service to and from St. Louis and through this gateway. 


Bridge and entire new route independently owned and operated by 


ILLINOIS TERMINAL RAILROAD SYSTEM. 


The project includes also the construction of a gigantic 
new terminal-warehouse with 500,000 square feet of 
floor space—at Washington Avenue and. Twelfth 
Boulevard—offering to national distributors unex- 
celled facilities for receiving, storing, reshipping and 
distributing within the St. Louis area and beyond. 










For information address RAILROAD 


TRAFFIC DEPARTMENT 
ST. LOUIS, MO. SYSTEM 
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the election also? And surely the railroad managers will 
do as President Hoover suggests, even though, if they 
comply with his suggestion and have to resort to the 
machinery of the law, they may not be able to have the 
wage question settled by February 1, 1933, when the pres- 
ent wage agreement expires? Since the men have refused 
to negotiate informally, as was done when the present 
ten per cent wage cut was agreed on, it looks very much 
as if the procedure set up by the law would have to be 
used. But then, it would be exceedingly unfortunate to 
have this thing pending while a national campaign was 
under way, and the railroad managers can be depended 
on not to embarrass anybody—but themselves. 


“SHIP BY RAIL” 


E have had many requests to identify ourselves, in 

one way or another, with the “ship by rail” move- 
ment, either by advocating it editorially or by seeking to 
promote it by soliciting expressions from those who favor 
it. We have refused to comply with the requests, con- 
tenting ourselves with merely publishing the facts as to 
what others are doing—as we always do with respect to 
transportation developments, whether or not we are in 
sympathy with them. 

Our reason for this position is two-fold. In the first 
place, we think such a movement more or less futile, and, 
in the second place, we do not think the plan of endeavor- 
ing to persuade shippers to use rails only is the way to 
go about solving the problem. A shipper who will not use 
trucks or waterways when it is obviously to his advantage 
to do so, because of lower rates or better service, even if 
he believed sound transportation policy would not per- 
mit such an advantage, would stand out like a sore thumb 
among business men whose object it is to do business as 
expeditiously and at as low cost as possible. What prac- 
tical results can be gained by endeavoring to induce them 
to do otherwise? They will use the methods that seem 
best to them. Nobody refuses to patronize a bargain sale 
because he has figured it out that the merchant offering 
the bargain is hurting himself by offering it or that sound 
economic policy would not permit him to offer it. 

Then, trying to induce shippers to use the rails in- 
stead of some other means of transport is not the proper 
method of attacking the problem that it is sought to solve. 
That problem is one of placing competing agencies of 
transport on a fair basis with respect to each other—of 
seeing that regulation is equally applied and that there 
is nothing approaching subsidy or public aid for one as 
against the other. Men will agree on this general princi- 
ple, even when its application may seem to mean higher 
costs for themselves, because they cannot well deny what 
is sound and fair. The thing to do is to enlist sentiment 
in favor of this principle to the end that each agency of 
transport shall have only the traffic to which it is prop- 
erly entitled under fair laws and regulations. The prob- 
lem, in other words, is not one of arbitrarily taking busi- 
ness from the motor trucks and giving it to the railroads 
because the railroads need it, but of establishing a trans- 
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portation policy that will automatically send traffic to 
the transportation agency that ought to handle it. 

As to our advocacy of this policy of equalization, 
there can be no question. We have advocated it for years ; 
our advocacy began when few agreed with us. We have 
experienced the gratification of seeing nearly everyone 
whose opinion is of any consequence coming to think with 
us. The sentiment for equalization of regulation and a 
transportation policy fair to all is now what might al- 
most be called general. We hope it will not suffer a re- 
lapse on account of ill-advised efforts to hasten a result 
that is about to arrive logically or to bring about a situa- 
tion that may not be warranted. 


GOVERNMENT IN BUSINESS 


HE Chamber of Commerce of the United States has 

performed a distinct service in making public the 
report of its special committee dealing with government 
competition with private business. We are especially in- 
terested, of course, in the showing as to the government’s 
participation in the business of transportation. One who 
had not made a more or less close study of the subject 
would hardly realize the extent to which it is in this 
business. Even if one sympathizes, more or less, with this 
or that phase of government activity in this field, it is 
still of value to have the facts set before him—and they 
have not before been marshaled in this imposing and 
careful fashion, that we know of, though there is nothing 
particularly new in the report. We are publishing the 
substance of it elsewhere. It is interesting and thought- 
inspiring. 

We hope General Ashburn, who says the propaganda 
against the government barge line emanates solely from 
the railroads, will read that part of the report devoted 

this government enterprise. It is calm but convinc- 
ing, and surely cannot be charged to the railroads. The 
men who compose the Chamber of Commerce of the 
United States, for whom this committee is acting, come 
from all business walks in life; they are the men who 
hire the industrial traffic men who are sometimes sup- 
posed to sit on the other side of the table from the rail- 
roads and oppose everything the railroads want. Here is 
at least one thing with respect to which their principals 
are in sympathy with the railroads. General Ashburn 
will find many such instances of opposition to his barge 
line for which the railroads are not responsible. 

One of our contemporaries lists among unfavorable 
factors in the day’s news the fact that the Chamber of 
Commerce finds growing government competition with 
private business. We think the report of the chamber’s 
committee is a decidedly favorable factor in the business 
situation. We are pleased with this report, as well as 
with the developments before the special House commit- 
tee investigating government competition with business, 
because we have for years urged that the government get 
out of business. 

There was a time not so long ago when the position 
taken by us on this subject was not popular. Business 








PAGE 596 


men did not like the idea of the government being in busi- 
ness, as a general proposition, but some of them did not 
object to the government, for instance, being in the barge 
line business or the ocean shipping business. Now that 
the amazing extent to which the government competes 
with private enterprise not only in the field of transporta- 
tion, but in many other fields as well, is being effectively 
revealed, there is apparently realization on the part of 
business generally, as shown by the report issued by the 
Chamber of Commerce and by the brief of the manufac- 
turing interests submitted to the House investigating 
committee, that exceptions to the principle that the gov- 
ernment should not engage in activities that ought to be 
left to private enterprise cannot safely be made. The re- 
sult of making exceptions is that the government, with 
the support of this group and that group that may obtain 
a selfish advantage through the government engaging in 
a particular business, greatly expands its activities in 
competition with private enterprise. This fact has now 
been established by business men speaking through the 
chamber’s and manufacturers’ committees. 

The publication of the chamber committee’s report is 
decidedly favorable news. Before a bad situation may be 
improved there must be recognition of the evil. Govern- 
ment in business is now on the defensive. We hope the 
attack on it, now so well under way, will be vigorously 
pushed to the end that Congress will be compelled to en- 
act the necessary legislation taking the government out 
of all business that is in competition with private enter- 
prise. 


TARIFFS NOT FOR BULLETIN USE 


Railroads, in the view of the Commission, not only may 
not use otherwise blank spaces in their tariffs for the dissem- 
ination of views on carrier problems, but they may not use 
their tariffs as vehicles for anything other than the information 
required by the law, even if they put those views or information 
under a caption saying: “This page contains no rates, rules, 
or regulations.” (See Traffic World, Sept. 3, p. 425.) F. L. 
Speiden, tariff publishing agent, who raised the question in the 
first instance by using a blank space for what the Commission 
deemed extraneous matter, has been so informed. 


After considering Secretary McGinty’s telegram of August 
27 advising him of the action of the Commission against supple- 
ment No. 23 to his Glenn series I. C. C. No. A-757, Mr. Speiden 
wrote to the Commission to find out whether he might not use 
the so-called extraneous matter under a heading indicating that 
it had nothiing to do with rates, rules, or regulations. He 
assumed that the gravamen of the Commission’s objection was 
to the fact that such an advertisement on the back page of a 
schedule might entail some additional work on the part of the 
tariff user. Therefore, he inquired whether it would not be 
proper to provide some distinctive heading such as “this page 
contains no rates, rules or regulations,” or “this page has no 
bearing whatever upon the rates, rules, regulations, or practices 
contained in this tariff.’ He said the carriers, by the use of 
such a saving clause, would be able to advertise their services 
as against competing trucks. 

In answer to that, the Commission, by Secretary McGinty, 
said that “under the circumstances, it is our judgment that it 
would be inadvisable for the Commission to now authorize a 
departure from the practice which has heretofore prevailed.” 
The letter added that “we believe that it is in the public in- 
terest that all schedules be kept clear of any foreign matter 
to that required by the law to be filed with us.” 

That conclusion followed a statement that section 6 re- 
quired carriers to file all rates, rules, regulations, classifications, 
etc., and all changes made therein with the Commission and 
that the courts had held that when a schedule had been filed 
it had the force of the statute. 

“The same section of the act,” continued the letter to Mr. 
Speiden, “gives the Commission jurisdiction over and control 
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of the forms of schedules to be filed. We have endeavored in 
the past to keep tariffs clear of any and all matter which does 
not affect the rates or other matter required to be filed.” 

This ruling is to be enforced against Speiden notwithstand- 
ing the fact “The Official Railway Equipment Register,” I. C. C.- 
R. E. R., No. 233, effective January, 1932, and the hundreds of 
its predecessors, contain advertisements of those who have 
things to sell to railroads, and the advertisement of the pub- 
lishing agent of the register of a book showing railway line 
clearances and car dimensions. In addition, the register has 
pages and pages referring to the organizations of railroad men, 
as, for instance, the American Railway Association, the Master 
Car Builders’ Association, and things of that sort. It also con- 
tains advertisements of railroads showing what facilities they 
have to offer shippers at various points in the country. 

These additional things are carried chiefly in a part of 
the register called the “editorial section.” The heading of that 
section says it has nothing to do with the part showing facts 
about the numbers, sizes, and capacities of cars, which, under 
an order of the Commission, issued about 1912, are required 
to be shown in a tariff. 

Commission men having to do with the form and filing of 
tariffs admit that the register contains things that are not re- 
quired in a tariff and, therefore, might be held to require its 
reissuance. But they point out that the Commission al- 
lowed the register to be filed in that form so as to save the 
railroads hundreds of thousands of dollars. In 1912 a shipper 
made the point in a case that he had no information as to the 
sizes and capacities of the equipment on which rates he was 
required to pay. The point was made in his behalf that it was 
unfair for the railroads to exact money from him for the use 
of cars the size of which he did not and could not know when 
he undertook to ship on a rate of, say, 25 cents, on a minimum 
of 40,000 pounds, in a car that the carriers knew would not 
hold 40,000 pounds of the commodity he desired to ship. 

The result of that was an order requiring the railroads to 
publish data. Each railroad was thereby put under the obli- 
gation of publishing, not merely the size and capacity of each 
of its own cars, but the size and capacity of every car it might 
tender for the use of a shipper. 

Nearly all the railroads were subscribers to a publication 
that showed all the data the order of the Commission required. 
It, however, also carried the advertisements of those who desired 
to sell things to railroads and shippers. The publisher who 
was willing to become the tariff publishing agent for all the 
railroads so as to avoid the expense of each carrier putting out 
a register under its own name, refused to allow the use of his 
publication as a tariff except on condition that he be permitted 
to retain in his publication material other than that required 
by the order of the Commission. A compromise was reached 
under which the equipment register, which does not confirm to 
the strict rule laid down for the guidance of Speiden and other 
agents publishing ordinary rate tariffs, was published. Recently 
the railroads, which assume the expense of publishing the reg- 
ister, have reduced it to an annual publication with monthly 
supplements. It was formerly reissued every two months. Ship- 
pers are able to buy it. 

In addition to showing the dimensions and capacities of the 
cars in use the register shows junction points at which there 
is physical connection between two railroads. The Commis- 
sion’s order does not require that, though, in many rate cases, 
it has ordered distances to be calculated over short routes 
measured over the rails over which traffic may be transported 
without transfer of lading. 

Ordinarily a shipper cannot tell, by looking at a map, 
whether there is such a physical connection between two rail- 
roads, though the map may be showing the two lines as cross- 
ing each other. There are a number of points in the country, 
well known to most experienced traffic managers, where there 
are crossings on different levels and the carriers have no inter- 
change tracks at such points of intersection. The equipment 
register furnishes that information, although the orders of the 
Commission do not require it to be given. 

In the so-called editorial section are contained outline 
drawings of different types of cars, and drawings illustrating 
parts of the equipment. Such information is sometimes of 
value to shippers and always to other railroads. 


SECTION TEN INDICTMENT 


“The Commission has been advised,” said Secretary Mc- 
Ginty in a statement September 27, “that on September 17, 1932, 
the grand jury for the northern district of Ohio returned a true 
bill against the Hickory Clay Products Company of Mineral 
City, Ohio. The indictment, in 15 counts, charged the wilfull 
misbilling of hollow building tile from Mineral City to Clarks- 
burg, W. Va., in violation of section 10 of the interstate com- 
merce act. The matter was investigated by the Bureau of In- 
quiry of the Interstate Commerce Commission.” 
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Current Topics in 
Washington 





It may be assumed as almost axiomatic 
that the earth would shudder, if not actually 
wobble, if the Commission revealed to the 
public that the trunk lines had asked it to 
institute a thirteenth section proceeding in 
respect to coal rates. intrastate, in Ohio. 
Equally calamitous, it might be suggested, would be the effect 
of a revelation by it of the fact that the Texas and Pacific and 
the Missouri Pacific, on account of their stock interest in Sea- 
train Lines, Inc., had asked it to institute a proceeding the 
outcome of which they suggest should be the issuance of a 
report saying that such ownership did not result in an unlawful 
situation. 

Both applications are held in utmost secrecy. Neither 
document, at the time this was written, had been laid before 
the news hawks that roost in what is called the Commission’s 
press room, or even all, if any, interested railroads. 

On Sept. 29, after the foregoing was written, the Commis- 
sion broke its practice, in so far as the application of the Mis- 
souri Pacific and the Texas and Pacific is concerned, by plac- 
ing it on the press table, after having given it a formal docket 
place, No. 25546, for handling as if it were a formal complaint 
or a proceeding instituted upon its own motion. 

It has been the Commission’s practice to hold such things 
secret until it has come to a conclusion as to what it should do. 
In that respect it has been akin to the Federal Trade Commis- 
sion. That body, in a news sense, has been almost a total 
loss, and no insurance, for a long time, because of its secre- 
tiveness. 

This holding secret, by the Interstate Commerce Commis- 
sion, of applications of the sort mentioned is one of the foibles 
of a governmental body the work of which has been up and 
above board and carried on in a way enabling the press of 
the land to look at the documents filed with it and drawing 
its own conclusions. The conclusions, often, have been weird. 
The Commission, however, has always been able to disclaim 
any responsibility therefor. It has always been able to point 
to the original documents as the place where a person aggrieved 
by the erroneous reports might get the straight of the matter. 

Frankness on the part of the Commission has so perme- 
ated all those who do business with it that they cannot imagine 
that the applications they may make, of the sort indicated, are 
not immediately made public. That idea of frankness among 
such applicants makes it possible for the facts about such 
applications to reach the public long before their promulgation 
by the Commission, if, as, and when it takes action on them. 

The public may have an interest in the fact that the trunk 
lines of Ohio have made an application. It should be in posi- 
tion, it might be suggested, to have its say for or against the 
institution of a proceeding instead of having to wait while the 
Commission, without help from it, mulled the subject over in 
secret. The frankness of applicants makes it possible for the 
public to know about such applications in time for it to say 
something if it so desires before the Commission acts. (See 
Traffic World, Sept. 24, pp. 550 and 569.) 


Secrets That 
Would Make the 
Earth Wobble 





Information from the automotive 
division of the Bureau of Foreign and 
Domestic Commerce of the Depart- 
ment of Commerce shows that the 
automotive Diesel engine survey (see 
Traffic World, Sept. 17, p. 500) is not 
to be one of those expensive things on which much money is 
spent. On the contrary, it is not to cost anything. A few of 
the department’s officers in Europe are to report anything new 
in the matter of Diesel-engined commercial vehicles which 
would be of interest to the American automotive Diesel engine 
industry as a whole. 

That, it has been explained, was not done with the idea of 
conducting a costly world survey. No additional expenses are 
involved in any way. When information is received that is 
believed to be of interest to the industry, it will be briefly 


Automotive Diesel 
Engine Survey Not 
to Be a Costly Thing 


The Traffic World 


PAGE 597 





referred to in the department’s bulletin and made available 
for trade association bulletins. If there are inquiries for further 
data, the division will supply all available information. The 
action of the division, it is said, is in direct line with all other 
trade promotive efforts of the Bureau of Foregn and Domestic 
Commerce. 

The real purpose of issuing the press notice, according to 
information from the division, was to publish the fact that 
municipal authorities in South Africa had purchased several 
Diesel engine vehicles and had been experimenting with two 
others. The mention of a survey in other parts of the world, it 
is asserted, was only incidental and resulted from a statement 
in which the automotive division intended to say that certain 
of its foreign representatives had been asked to report any news 
of interest to the commercial vehicle industry. A number of 
contacts in various parts of the world had written to the 
bureau about the increasing interest in Diesel-engined com- 
mercial vehicles. They wanted to know what American manu- 
facturers had to offer to meet European competition set up in 
markets in which American manufacturers were interested. 
The object is to keep Americans informed as to what is being 
done so that they can know what to do to meet competition, 
without resorting to anything so costly as seems to be implied 
by the word “survey.” 





Although the pied piper who rid 
Hamelin, Germany, of its rats away back 
in the thirteenth century and then ex- 
acted a terrible penalty for the welsh- 
ing of the village, was successful, the 
supply of destructive rodents seems as 
great as ever. This government is staging a big campaign 
against rats. It is not going to charm away the pests by 
tootling on a pipe, nor is it going to run the risk of having 
a piper lead the children of any community that may get rid 
of its rats by piping them into a cavern that closes over them 
because the community has not paid him the sum agreed upon, 
as did Hamelin, 

No, sir, not at all! It is going about the business in a 
far less poetical way. It is going to feed the rats poison—red- 
squill, whatever that may be. One hundred and ninety county- 
wide cooperative anti-rat campaigns have been scheduled in 
states west of the Mississippi in October, November, and De- 
cember. 

At this point it might be suggested that political campaign 
managers would be interested in disposing of their enemies in 
that part of the country throughout the whole of October and 
the first few days in November, but not in December. A mod- 
ern piper of Hamelin might do good business if he would pro- 
pose a plan for disabling, but not really harming, the enemy 
so that its voters would not be able to go to the polls on elec- 
tion day. 

Each of the 190 counties is to distribute the poison, for 
rats, not hostile voters, in accordance with carefully laid plans. 
About 250,000 cans of rat dainties of three sorts are to be set 
before the animals. To the end that the red-squill flavored 
food will be fresh, it will be put up in sterile tin cans. The 
meal will cost about $30,000. The saving by reason of the 
expected rat mortality is expected to be $1,200,000. Rat depre- 
dations on eastern farms are estimated to cost each farmer 
$40 a year. Rats are migratory animals; hence, their extermi- 
nation is regarded as a community problem. 


Your Uncle Samuel 
Turns Pied Piper 
of Hamelin 





Anyone given to reading reports and 
orders issued by the Commission, it would 
seem, ought to be fairly well convinced 
that the Arizona Grocery Company Case, 


Arizona Grocery 
Company Case 


Thoughts applied to the rate structure as it now 
exists, has practically made reparation im- 
possible. There are few rates left in the country that are not 


the result of Commission decisions. 

That being the fact, the Commission is limited, so far as the 
first section of the interstate commerce law is concerned, to 
making findings that the assailed rates will be unreasonable for 
the future. An award of reparation on account of an unreason- 
able rate, therefore, may be expected to become as rare as an 
award of reparation based on a third section finding. No “rep- 
aration hound,’ no matter however ferocious he may think 
himself, it is believed, will tell a client that he can get repara- 
tion under the first section and back his say-so with a con- 
tract calling for compensation for himself out of the reparation 
to be recovered. 

A finding of unreasonableness in the past backed by an 
award of reparation, it is believed, will be possible in the 
future only under unusual conditions. A finding of unreason- 
ableness in the past and a consequent award of reparation, 
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it might be believed, could be founded on a Case of this sort: 
That the rate was prescribed on the fact that the principal 
use of the article made its value an important element con- 
sidered in fixing the rate; that a change in the use of the 
article had reduced its value very greatly but that the carrier 
had continued the rate based on the high value and consequent 
greater risk of loss by reason of damage to it. 

In a case of that sort, it is suggested, the complainant could 
plead that the law made it the continuing duty of the carrier 
to establish and maintain a rate reasonable in view of all the 
facts and circumstances but that it had not done so. It is 
suggested that if the complainant could show that he had con- 
tinuously or many times called the change in facts to the 
attention of the carrier but had received no relief the Commis- 
sion, and the courts, would hold that he was entitled to repara- 
tion. But situations of that class, it might be suggested, are 
likely to be rare, especially in these days when the truck and 
the carrier by water are giving the rail carriers so much 
competition, much of it unfair. 





It is true the two Frankish 
queens mentioned kept their two 
parts of the empire later estab- 
lished under the Karlings in a 
turmoil of war and private mur- 
der on account of their rivalry 
for forty years or more. But, in the language of Dicken’s resur- 
rection man, they were “not so many.” The northern and 
southern railroads, on account of their rivalries about import 
and export traffic and the level of the rates from one to the 
other of the territories, have kept the Commission in more or 
less of a stew practically all of its life. If one delved into 
their history it probably would be found that their rivalries 
were much older than that. 

While sugar and export and import rates have been the 
phases most prominently in the public eye in the last few 
months, textiles, stoves, and furniture have also demanded 
attention within the year. 

Just at present, their fight, in addition to the things men- 
tioned, embraces rates from the north and south into the south- 
west. The southern shippers think the recommendations of 
the examiners (see Traffic World, Sept. 24 p. 557) are about 
as bad as can be. Perhaps the Commission will get an inspira- 
tion on the subject and be able to make a peace that will be 
lasting because satisfactory.—A. E. H. 


CONGRESS AND TRANSPORTATION 


The Trafic World Washington Bureau 


Indications point to activity on proposed transportation 
legislation at the session of Congress that will begin Dec. 5. 
Those who will urge action at that session will face the time 
limitation on the session which must end at noon March 4, 1933. 
Nevertheless, it will not be surprising if a serious effort to ob- 
tain enactment of some of the legislation deemed necessary in 
the transportation field is made. 

The Chamber of Commerce of the United States hopes to 
have ready for use at the next session, if the interstate com- 
merce committees take up transportation legislation, the re- 
sults of its referendum on national transportation policies and 
changes in legislation as they relate to the railroads. 

The so-called Coolidge railway commission may also have 
ready for submission to Congress at the coming short session 
its railroad legislative recommendations. 

Two major transportation bills are pending on the House 
calendar and may be taken up in the House at the short session 
without further committee action. They are the bills amending 
sections 15a and 19a of the interstate commerce act and amend- 
ing section 5 of the act, the 15a and 19a bill providing for so- 
called simplified rule of rate-making, repeal of recapture of 
excess earnings, and revision of the valuation act, and the sec- 
tion 5 bill providing for complete control by the Commission 
over acquisitions of control of railroads. 

The results of the national election Nov. 8 may affect the 
legislative situation. If the Democrats, for example, should 
awake Nov. 9 with the Seventy-third Congress “in the bag,’ it 
might well be that they would prefer to wait until that Con- 
gress met before taking up major legislative proposals other 
than those that would have to be dealt with in the last session 
of the Seventy-second Congress, such as appropriation measures. 

In any event, it is believed by observers that the time is 
approaching when Congress will deal with the transportation 
situation. The transportation act of 1920 ‘was young when ef- 
forts were started to have substantial changes in that act made. 
The major features of the act, however, have withstood these 
efforts. Out of the agitation for revision, however, and crystal- 
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lization of opinion as to what is necessary to meet changed Con. 
ditions, it is believed, will come action by Congress. 

It may be that the new transportation act will not be writ- 
ten at the coming short session but it may be looked for, it is 
believed, at the first session of the Seventy-third Congress. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 17 
totaled 587,302 cars, the highest for any week since December 
12, 1931, according to reports filed by the railroads with the 
car service division of the American Railway Association. 

The total for the week of September 17 was an increase of 
85,478 cars above the preceding week, when loadings were re- 
duced somewhat owing to the observance of Labor Day, but 
was 155,312 cars under the same week in 1931 and 365,259 cars 
under the same week two years ago. 

Miscellaneous freight loading for the week of September 17 
totaled 217,630 cars, an increase of 34,257 cars above the pre- 
ceding week; loading of merchandise less than carload lot 
freight totaled 177,349 cars, an increase of 27,046 cars; grain 
and grain products loading for the week totaled 35,865 cars, an 
increase of two cars; coal loading totaled 106,790 cars, an in- 
crease of 17,460 cars; forest products loading totaled 17,936 
cars, an increase of 2,379 cars; ore loading amounted to 6,558 
cars, an increase of 433 cars; coke loading amounted to 3,472 
cars, an increase of 333 cars; and live stock loading amounted 
to 21,702 cars, an increase of 3,568 cars. 

Revenue freight loading by districts the week ended Sep- 
tember 17 and for the corresponding period of 1931 was re- 
ported as follows: 


Eastern district: Grain and grain products, 5,462 and 5,910; live 
stock, 1,931 and 1,919; coal, 23,769 and 23,608; coke, 1,114 and 1,025; 
forest products, 1,218 and 2,452; ore, 1,242 and 3,661; merchandise, 
L. C. Li, 46,864 ‘and 59,748; miscellaneous, 47,912 and 63, 416; total, 1932, 
129,512; 1931, 161,139; 1930, 210,636. 

Allegheny district: Grain’ and grain products, 2,632 and 2,988; 
live stock, 1,553 and 1,703; coal, 24,291 and 31,987; coke, 1,028 and 
ag forest products, 712 and } 410; ore, 513 and 5,038; merchandise, 

Cc. L., 36,037 and 45,040; miscellaneous, 39,736 ‘and 56,952; total, 
1932. 106, 502; 1931, 147, 211; 1930, 188,381. 

Pocahontas district: Grain and ‘grain products, 263 and 306; 
stock, 406 and 223; coal, 28,819 and 33,374; coke, 120 and 212; forest 
products, 545 and 724; ore, 34 and 177; merchandise, lL. C, _ 5,225 


live 


and 6,233; miscellaneous, 5,420 and 6,904; total, 1932, 40, $32; 1931, 
48,153; 1930, 55,661. 
Southern district: Grain and grain products, 2,978 and 2,827; live 


stock, 990 and — coal, 16,066 and 16,381; coke, 357 and 306; forest 
products, 5,783 and 8,861; ore, 90 and 383; merchandise, 4S Le, tt 
J , , 


595 and 35,639; miscellaneous, 30,889 and 37,923; total, 
1931, 103,175; 1930, 129,819 

Northwestern ‘district: Grain and grain products, 11,056 and 
10,050; live stock 5,494 and 8,030; coal, 4,261 and 5,671; coke, 599 and 


721; forest products 3,871 and 5, 444; ore, 3,138 and 19, 358; merchan- 
dise, m £. 1,003" and 26, 671; "miscellaneous 24, 746 and 29,442; 
total, 1932, 14 168. 4931, 105,387; 1930, 144,545. 

Central Western district: 'Grain and grain products, 9,549 and 
13,578; live stock, 9,098 and 9,922; coal, 6,406 and 8,105; coke, 154 and 
146; = roducts, 3,245 and 4, 747; ore, 1 ,416 and i 456; merchandise, 
. c 4,289 and 29,807; miscellaneous, 40,006 ‘and 48,314; total, 
1932, 944 163; 1931, 116,075; 1930, 144,619. 

Southwestern district: Grain and grain products, 3,925 and 4,531; 
live stock, 2,230 and 2,254; coal, 3,178 and 3,879; coke, 100 and 103; 
—— products, 2,562 and d 2, 925; ore, 125 and "382: merchandise, ia, C. 

13,336 and 14, 774; miscellaneous, 28, 921 and 32, 626; total, 1932, "54, 377; 
131, 61, 474; 1930, 78,900. 

Total, all roads: Grain and grain prenarte 35,865 and 40,190; live 
stock, 21,702 and 24,906; coal, 106,790 and 133,00 005; coke, 3,472. and 
4,606; forest products 17,936 and 26,563; ore, 6,558 and 29,855; mer- 
chandise, L. Cc. ,349 and 217,912; miscellaneous, 217, 636 and 275,- 
577; total, 1932, Bsr, 302, 1931, 742, 614; 1930, 952,561. 


Loading of revenue freight in 1932 compared with the two 
previous years follows: 


1931 1930 

Four weeks in January ......... 2,873,211 3,470,797 
Four weeks in February......... 2,834,119 3,506,899 
Four weeks in March............ 2,936,928 »515,733 
Five weeks in April.............. 3,757,863 4,561,634 
Four weeks IM MAY... .c.ccsccecs 2,958,784 3,650,775 
Four weeks in June.............. 1,966,3 2,991,950 +718, 983 
WaUO WO TR. DOI. oi cccccdvccne 3,692,362 4,475,391 
Four weeks in August............ 2,990,507 3,752,048 
Week ended September 3 759,871 856,649 
Week ended September 10 667,750 965,813 
Week ended September 17 742,614 952, 561 

WOR cease iani Ceretiicealcea 27,205,959 33,427,283 





OPERATION OF FT. BENNING LINE 


The War Department has taken under advisement a pro- 
posal for termination of the arrangement whereby the Central 
of Georgia operates the line of railroad owned by the govern- 
ment between Ft. Benning, Ga., and Ft. Benning Junction, Ga., 
about 8 miles. The railroad and the railroad brotherhoods wish 
the operation to continue as at present. It is understood that 
suggestion for a change came from some of the army officers 
at the fort. Assistant Secretary of War Payne held a confer- 
ence on the subject September 26. 
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EMERGENCY CHARGE ON BENZOL 


N I. and S. No. 3735, emergency charge on benzol, the Com- 

mission, by division 3, has found not justified a proposed 
emergency charge of 1 cent on benzol from, to and between 
points in central territory. The suspended schedules have been 
ordered canceled and the proceeding discontinued. 

The Commission pointed out that in the Fifteen Per Cent 
Case, 1931, it had approved emergency charges on petroleum 
and petroleum products and that under its findings therein the 
emergency charges could have been applied on benzol, a form 
of light oil of coal tar which has been on the petroleum list of 
the carriers in central territory since 1919, and which was in- 
cluded in item 450 in the master tariff of emergency charges 
which became effective January 4, 1932. In that tariff, it said, 
benzol was given the same treatment as petroleum products 
and was subjected to the same emergency charge of 1 cent. 

However, the Commission continued, it was provided in the 
appendix to the supplemental report in the Fifteen Per Cent 
Case that shipments of petroleum products moving under rates 
the same as or less than those prescribed or approved in No. 
17000, parts 4, 4-A, should not be subject to any surcharge, on 
and after the dates when the rates covered by the findings in 
No. 17000 became effective. 

The carriers in official territory, effective March 15, 1932, 
revised their rates on petroleum and petroleum products to the 
basis prescribed in No. 17000, part 4, and as benzol for a num- 
ber of years prior to that date had taken the same rates, they 
also revised their rates on that commodity to conform to the 
prescribed basis, according to the report. The result was a 
general increase in the rates in official territory on all of those 
commodities, although benzol had not been considered specifi- 
cally in the general investigation of petroleum rates referred 
to above. 

Simultaneously trunk line carriers amended their tariffs to 
provide that the emergency charge would not apply on petro- 
leum products but they made no provision for its nonapplica- 
tion on benzol. The carriers in central territory also amended 
their tariffs, according to the report, but in so doing removed 
the surcharge on both petroleum products and benzol. The 
Commission said respondents now proposed to change their 
tariffs in central territory so that the surcharge of 1 cent would 
apply on benzol but not on petroleum and petroleum products. 
This would result in the uniform application of the surcharge 
on benzol within official territory, said the Commission. The 
Commission said that the rates established on March 15, 1932, 
were 32.5 per cent of first class. Effective May 19, 1932, re- 
spondents reduced their rates on petroleum and petroleum prod- 
ucts in central territory to 29 per cent of first class, to meet 
motor truck competition on gasoline, but made no change in 
the rates on benzol. The respondents said that it was entirely 
through error that the charge on benzol was canceled on March 
15; that benzol was not a petroleum product and, therefore, 
not subject to the provision for the nonapplication of the 
emergency charge. The Commission said that benzol was in 
active competition with gasoline and that it had so found in a 
number of cases. 

Commissioner Lee, dissenting, held that the proposed emer- 
gency charge had been justified. He said this was a close case, 
but that benzol was, without doubt, of substantially greater 
value than gasoline and might well bear a higher rate. 


BARGE LINE SUGAR STORAGE 


The Commission, by division 3, has dismissed No. 23510, 
American Warehousemen’s Association vs. Inland Waterways 
Corporation and two sub-numbers, each Same vs. Same, finding 
that the government barge line’s storage-in-transit practice at 
the ports of Memphis, Tenn., and Birmingport and Holt, Ala., 
in connection with sugar shipped by barge from New Orleans 
and other Gulf ports and subsequently forwarded by rail to 
interior destinations, on joint barge-rail rates, does not result 
in violations or sections 1, 2 or 3 of the interstate commerce 
act. The report was written by Commissioner Tate, who said 


the Commission’s conclusions differed from those recommended 
by the examiner who made a proposed report. 

These cases were regarded as efforts of the warehousemen 
to compel the government barge line to make rates of storage 
high enough to enable a shipper to use either the barge line 
storage houses or private warehouses. 


“With the charges of private warehouses,” says the report, 
“neither the barge line nor this Commission has any concern. 
The barge line has the right to perform the storage as part of 
its transportation service in connection with interstate ship- 
ments, subject to the requirements of the interstate commerce 
act, and is under no obligation to place its charges on a basis 
which will insure a profit to private warehouses.” 

At the conclusion of his report Commissioner Tate said that 
at the time the instant case was heard, sugar stored in transit 
by the barge line at Memphis, Birmingport or Holt was ac- 
corded the benefit of joint through barge-rail rates which were 
differentially lower than through all-rail rates. However, he 
continued, in Sugar Via Barge Routes from New Orleans, 183 
I. C. C. 109, decided March 24, 1932, division 2 found that as 
to such traffic the rail carriers would be justified in refraining 
from joining in joint rates with the barge line on any basis lower 
than all-rail rates. 


“Tf,” said Commissioner Tate, “as a result of that decision 
the all-rail rates are made applicable on such traffic the total 
transportation charges will be materially higher than those in 
force when this case was heard.” 


The report said that the issues presented by the associa- 
tion of warehousemen concerned the lawfulness of the transit 
arrangements made by the barge line, under which sugar orig- 
inating on the barge line at New Orleans and other Louisiana 
ports and at Mobile, Ala., might be held at Memphis, Birming- 
port and Holt and subsequently forwarded by rail to interior 
destinations beyond the ports on the basis of the joint through 
barge-rail rate from point of origin to final destination, plus 
an initial transit charge of 25 cents a net ton where the period 
of detention was not in excess of 60 days, with graduated 
higher transit charges for longer detention periods up to one 
year. 

The complaint alleged that the transit practice of the barge 
line was in violation of the first three sections of the interstate 
commerce act. A cease and desist order was requested. 


Aside from the fact that the warehouses of the complain- 
ant’s members were not on the river bank, another adverse ele- 
ment, the report pointed out, was that the initial charges for 
the initial period of storage of the complaining warehouses 
were much higher than the charge of 25 cents a net ton of the 
government barge line. Commissioner Tate said the initial 
charges of the private warehouses were from $1.20 to $1.60 a 
ton. 

“The resulting adverse effect on complainant’s business,” 
says the report, “is apparently the consideration which moti- 
vates the complaint. However, complainant expressly disclaims 
that it is asking for any order compelling the barge line to use 
its warehouses or for any order fixing the barge line storage 
charge and bottoms its complaint strictly on the ground that 
the practice complained of is unlawful in contravention of provi- 
sions of the act. It contends that the barge line, being a com- 
mon carrier, has no righ to engage in the storage business; 
that even if it may engage in that business it may not lawfully 
render storage service free or at less than a reasonable charge; 
and that the 25-cent transit charge is so low as virtually to 
amount to free storage, resulting in a concession from the pub- 
lished tariff rate and in discrimination against other traffic.” 

The Commission considered the question of its jurisdiction 
over the subject and came to the conclusion that there was no 
bar to its consideration and disposition of the controversy. It 
also reviewed cases in which it had considered the complaints 
against the rates and practices of railroads in the matter of 
charges for transit storage. It said that it did not appear that 
the storing of sugar in the barge line’s warehouses interfered 
in any way ‘with its common carrier functions that were sub- 
ject to the Commission’s jurisdiction; that free storage was 
granted without limitation; or that the total transportation 
charges for the through barge-rail movement, including the 
transit charge, was non-compensatory or so low as unduly to 
prejudice or impose a burden on other traffic, or discriminate 
as between shippers of sugar. 


COAL TO CHICAGO 


Rates on bituminous coal to coal yards in the Mayfair and 
Rogers Park districts of Chicago, Ill., from producing points in 
Pennsylvania, Maryland, West Virginia, Virginia, Kentucky, 
Ohio, and Indiana, and in Illinois, on interstate traffic, are and 
for the future will be unduly prejudicial to Rogers Park and 
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Mayfair and unduly preferential of Buena Park, Argyle Park, 
and Edgewater, Ill., to the extent that the rates to the preferred 
points are or may be lower than the corresponding rates con- 
temporaneously applicable to Rogers Park and Mayfair, accord- 
ing to a finding made by the Commission, division 3, in No. 
24801, Mayfair Coal Co. et al. vs. C. M. St. P. & P. et al. The 
Commission said the undue prejudice should be removed by 
increasing the present rates to Buena Park, Argyle Park and 
Edgewater to the same basis as in effect to Mayfair and Rogers 
Park. The rates assailed were found not unreasonable. The 
Commission said no order would be made by it at this time but 
if action in accordance with the findings were not taken by 
defendants within 60 days after the date of report, it would, 
on applications by one or more of the interested parties, make 
and issue an appropriate order. 


COMMISSION REPORTS 


Mahogany Lumber 


No. 23285, Ichabod T. Williams & Sons vs. B. & O. et al. 
By division 2. Rates, five carloads, mahogany lumber, New 
Orleans, La., to Montreal, Que., inapplicable. Rates of 97 cents 
and 65.5 cents were applied. Applicable rate, 50.5 cents, not 
unreasonable or otherwise unlawful. Reparation awarded. 
Commissioner Tate dissented, his view being that the Commis- 
sion was without jurisdiction on account of the fact that the 
shipment moved into Canada. 


Wool in the Grease 


No. 24794, E. A. Biggs and A. E. Turner, doing business as 
E. W. Biggs & Co. vs. C. R. I..& P., and a sub-number, Lincoln 
Hide & Fur Co. vs. C. B. & Q. et al. By division 3. Dismissed. 
Rates, wool in the grease, in sacks, in carloads, Kansas City, 
Mo., and origins in Kansas, to Boston, Mass., and from Sioux 
City, Ia., and points in Nebraska, South Dakota, Colorado and 
Wyoming to Barre Plains and Boston, and Camden, N. J., found 
to have been upon a Commission-prescribed basis which might 
not be retroactively modified, owing to the principle laid down 
in the Arizona Grocery case. Complainants sought reparation 
to the basis of rates prescribed in Boston Wool Trade Associa- 
tion vs. A. & R., 172 I. C. C. 435, and Same vs. A. & W., 172 
I. C. C. 458, and now in effect. The displaced rates were those 
prescribed by the Commission in Wool Rates Investigation, 
1923, 91 I. ©. C. 236. 

Wheat 

No. 24588, Henderson Milling Go. vs. B. & O. et al. By 
division 3. Reparation of $8.80 awarded on finding inapplicable 
rate and minimum weight on carload of wheat, Dowagiac, Mich., 
to Baltimore, Md., for export. Applicable rate and minimum 
weight were the domestic rate of 33 cents, minimum 60,000 
pounds. Applicable rate and minimum weight not unreasonable. 


Junk 
No. 24772, Michigan Scrap Iron Co. vs. C. & N. W. et al. 
By division 3. Reparation of $53.56 awarded on finding rate, 
two carloads of junk, Ironwood, Mich., to Duluth, Minn., inap- 
plicable. Applicable rate 15.5 cents, minimum 40,000 pounds. 


Grain and Products 
No. 24966, Climax Roller Mills vs. L. & N. By division 3. 
Dismissed. Rate, grain and grain products, Louisville, Ky., to 
Shelbyville, Ky., shipped from points beyond Louisville, not un- 
reasonable or otherwise unlawful. 


Phosphate Rock 
No. 24507, Jackson Fertilizer Co. vs. A. C. L, et al., embrac- 
ing also No. 24831, Jackson Fertilizer Co. vs. A. C. L. et al. 
By division 3. Complaints dismissed. Rate, crude phosphate 
rock, Bartow and nearby points in Florida to Jackson, Miss., 
not unreasonable or unduly prejudicial. 


Wool and Mohair 


No. 24481, Boston Wool Trade Association vs. A. C. & Y. 
et al. By division 3. Dismissed. Rates, wool and mohair in 
the grease, in sacks, in carloads and less than carloads, from 
points in central and trunk line territories to Boston, Mass., 
and points in New England taking the same rates as Boston, 
not unreasonable. 


Tannery Fleshings, Etc. 


No. 24437, Milligan & Higgins Glue Co. vs. B. & M. et al. 
By division 3. Dismissed. Rates, tannery fleshings and hide 
trimmings, Manchester, N. H., to Johnstown, N. Y., not un- 
reasonable. 
Coal 


No. 23358, Blytheville Cotton Oil Co. et al. vs. St. L.-S. F. 
et al. By division 3. Dismissed. Rates, bituminous coal, cer- 
tain mines in Alabama to Batesville and other Arkansas points, 
not unreasonable. Finding without prejudice to any findings 
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that may be made as result of rehearing of Scott County Mil™ ** 
ing Co. vs. B. C., 113 I. C. C. 675, and other cases, 

Corn and Wheat 
No. 24580, Noble & Reid Grain Co. et al. vs. C. B. & Q 
et al., embracing also a sub-number, Good Brothers Grain ¢ 
Seed Co. vs. C. B. & Q. Complaints dismissed. By division 3— «+ 


Rates, corn and wheat, points in southwestern Iowa to St. Louis, 
Mo., not unreasonable. 
Naphtha 


No. 24712, Columbian Gasoline Corporation vs. Mo. Pac. 














et al. By division 3. Dismissed. Rate, naphtha, Pampa, Tex, ine 
to Archibald, La., not unreasonable. Commissioner Braineri Cla 
said that as no exceptions were taken to the examiner’s recom. bas 
mendation that the complaint be dismissed, he concurred. tin 
Crushed Stone Cle 
No. 24736, York Valley Lime & Stone Co., Inc., vs. Penn-@ fin 
sylvania. By division 3. Dismissed. Rates, crushed stone wr 
Campbell, Pa., to destinations in Maryland, not unreasonable lin 
Wheat = 

No. 24833, Globe Grain & Milling Co. vs. S. P. et al. By 
division 5. Dismissed. Rate, wheat, Mosquero, N. M., to LosM on 
Angeles, Calif., inapplicable. Applicable rate, $1.01. Shipment® 7p 
undercharged $509.38. pre 
Copper Coils om 


No. 25008, Oklahoma Operating Co. vs. A. T. & S. F. et al. 
By division 5. Dismissed. Rate and rating, two carloads,® pr 


copper coils for water heating, Elmwood, Conn., to Oklahomafg thé 
City, Okla., applicable and not unreasonable. or’ 
Bananas a 

No. 24409, Carroll-Brough & Robinson et al. vs. C. R. I. & pr 


G. et al., embracing also a sub-number, Nash-Finch Co. v8.8 me 
Same et al. By division 3. Rates, bananas, Galveston, Tex, pr 
to points in Oklahoma and to Wichita and Arkansas City, Kan., 

not unreasonable in the past but the future will be unreason-§ ra 
able to the extent they may exceed rates under Column 458% th 
of the scales of rates prescribed for application in the south-§ ci: 
west, subject to the present authorized emergency increases.§ wl 
Order for future effective on or before December 29. 


Coal-Car Oil to 


No. 24933, Western Purchasing Co. et al. vs. M. P. et al. tr 
By division 5. Rate, one tank-car load, coal-car oil, St. Louis, 
Mo., to El Paso, Tex., for export, unreasonable to the extent it C« 
exceeded or may exceed 84 cents. New rate prescribed to be 
effective not later than December 30 and reparation awarded. th 
Commissioner Mahaffie dissented. 


Lumber 


No. 24756, William Cameron & Co., Inc., vs. A. T. & S. Fg ™ 
et al. By division 5. Applicable rates, lumber, and lumber and 
shingles, mixed carloads, points in Washington and Oregon to 
destinations in Texas and New Mexico, unreasonable to the 
extent they exceeded 70 cents on lumber and 82 cents on™ 4, 
shingles, respectively, from Selleck, Longview, Bordeaux Junc- tk 
tion and National, Wash., and 68.5 cents on lumber from Dee, st 
Ore. Reparation of $418.74 awarded, waiving of $50.52 in under- ra 
charges being authorized. di 


Bones fr 


I. and S. No. 3725, bones, from, to and between southern ; 
points and I. and S. No. 3747, same title. By division 2. Report 
by Chairman Porter. Proposed rates, bones, other than human 
or fresh meat bones, ground or not ground, on the basis of 
27.5 per cent of first class, minimum 30,000 pounds, from, to 
and between points in southern territory, not justified. Sus- 
pended schedules ordered to be canceled and proceedings dis- 
continued. 

Rough-Rolled Glass 


I. and S. No. 3726, glass from Kingsport, Tenn., to eastern 
points. By division 3. Proposed cancellation of all-rail and 
rail-water-rail commodity rates, rough-rolled glass, carloads, 
Kingsport, Tenn., leaving sixth class rates to apply to points 
in New England and eastern trunk line territory, not justified. 
Suspended schedules ordered canceled without prejudice to the 
filing of new schedules carrying rates on the basis not higher 
than 31.5 per cent of first class rates. Commissioners Lee and 
Brainerd concurred, although they said they were of the opinion 
that rates made 31.5 per cent of first class would be unduly 
prejudicial to Kingsport. They concurred on the authority of 
Blue Ridge Glass Corporation vs. A. & B. B., 182 I. C. C. 493. 


Ammonia Compounds 


The Commission, by division 2, in fourth section order No. 
11037, based on Fourth Section Application No. 14725, ammonia 
(Continued on page 602) 
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October 1, 1932 


PIPE AND FITTINGS 


XAMINER BURTON FULLER, in I. and S. No. 3661, iron or 

steel pipe in western trunk line territory, No. 25209, Bab- 
cock & Wilcox Tube Co. et al. vs. A. & W. et al., and No. 25276, 
Clayton Mark & Co. et al. vs. Alton et al., has recommended a 
basis for the disposition of some of iron and steel pipe and fit- 
tings rate problems left undisposed o in Western Trunk Line 
Class Rates, 164 I. C. C.1. He recommends that the Commission 
find justified the proposed cancellation of commodity rates on 
wrought iron and steel pipe and fittings, within western trunk 
line territory and to destinations in that territory from points 
of origin in official territory and the substitution therefor of 
the higher column 32.5 basis. 

A proposal to put the rates on cast iron pipe and fittings 
on the column 32.5 basis, he said, should be found not justified. 
The suspended schedules, he said, should be canceled without 
prejudice to the filing of new ones in conformity with his rec- 
ommendations, and the proceeding discontinued. 

As to the formal complaints joined with the suspension 
proceeding, Fuller said they should be dismissed on a finding 
that the rates on wrought iron and steel pipe and fittings, from 
origin points east of the Mississippi and north of the Ohio to 
destinations in western trunk line territory were not unreason- 
able. Any undue prejudice or undue preference inhering in the 
present rate structure, he said, would be removed by the adjust- 
ment he recommended in connection with the investigation 
proceeding. 

These recommendations leave untouched the question of a 
rate basis on cast iron pipe and fittings. Fuller pointed out 
that cast iron pipe and fittings were produced not only in offi- 
cial territory but also in southern territory the rates from 
which were not in issue in these proceedings. 

It was probable, he said, that some adjustment would have 
to be made in the rates on cast pipe and fittings to western 
trunk line territory from all producing points east of the Mis- 
sissippi River. Just what that adjustment should be, he said, 
could not be determined upon this record. He advised the 
Commision that the interested carriers and shippers were hold- 
ing conferences on that subject now and that it was hoped that 
the conferences would result in the establishment of an ad- 
justment satisfactory to all. 

Fuller’s recommendation about wrought iron and steel pipe 
and fittings was subject to the condition that wrought iron and 
steel conduit pipe and fittings be included in the rates on the 
other sorts of wrought iron and steel pipe. They, the report 
said, were inadvertently put on the fifth class basis when fhe 
carriers, in compliance with the Commission’s suggestion in 
the Western Trunk Line Class Rates case, published rates on 
the 32.5 column basis which were suspended, except in in- 
stances when the new rates were lower than the old commodity 
rates, upon protest of interested shippers. Fuller said pro- 
ducers were primarily interested in the relationship of rates 
from rival pipe producing districts. The report disposes of the 
relationship questions by recommending the use of the column 
32.5 basis in the making of rates from all the wrought iron and 
steel pipe producing districts. 


LOS ANGELES SWITCHING DISTRICT 


Examiner J. P. McGrath has recommended the dismissal 
of No. 24434, Wilmington Chamber of Commerce et al. vs. A. T. 
& S. F. et al. on findings, which, if adopted, will leave the Los 
Angeles, Calif., switching district, its rates and service un- 
changed except as the Southern Pacific may decide to improve 
its service by reason of facts brought out in the case and com- 
mented upon by the examiner. 

Failure of the defendants to include that part of the Wil- 
mington section of the Los Angeles Harbor district north of 
Anaheim street within the switching limits of Los Angeles 
Harbor, McGrath says, has not been shown to be unreasonable 
or unduly prejudicial. Interstate rates on carload and less than 
carload traffic between the Wilmington section of the harbor 
district north of Anaheim street and the wharves at Los An- 
geles harbor, he says, have not been shown to be unreason- 
able or unduly prejudicial. 

Interstate rates on carloads and less than carloads between 
the Wilmington section of the harbor district north of Ana- 
heim street and points beyond the harbor district, he says, 
have not been shown to be unreasonable. 

Train service on interstate traffic between the Wilmington 
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section north of the dividing street and Los Angeles, he says, 
has not been shown to be unduly prejudicial or, except as indi- 
cated in the report, unreasonable. 

As to that exception which may result in change, the ex- 
aminer said the record indicated that an unreasonable amount 
of time was consumed in the interchange of cars between the 
Southern Pacific and its connections as well as between the 
local trains of the Southern Pacific and the through trains of 
the defendant beyond Los Angeles. That, he added, accounted 
for a substantial part of the delays against which the complaint 
was directed. 

Many instances, the report said, were disclosed in which 
there was a lapse of 20 hours or more between the time of 
arrival at and the departure from Los Angeles, of cars destined 
to or received from interstate points beyond Los Angeles. De- 
fendants, McGrath said, did not undertake to justify the delays. 
The Southern Pacific, he said, indicated a willingness to re- 
adjust its train schedules between Thenard and Los Angeles, 
to conform more closely to the schedules of through trains to 
and from points beyond Los Angeles, and should proceed 
promptly to take action accordingly. The examiner proposed 
that the Commission should say in its report that if the action 
promised by the Southern Pacific was not taken within thirty 
days, the Texas Co., a shipper of petroleum and its products 
which had complained about the poor service, should bring the 
matter to its attention. 

The complainants, the Wilmington Chamber of Commerce 
and the Texas Co., the examiner said, in this proceeding, sought 
the extension of the switching limits of Los Angeles Harbor, 
so as to include that part of the Wilmington section of the 
harbor district which lies north of Anaheim street, referred to 
in the report as the excluded area. The points in the com- 
plaint are indicated by the findings which Examiner McGrath 
should be made. The complaint was amended after it was 
filed so as to include a further allegation that the Wilmington 
switching zone was unduly restricted, and, as compared with 
switching zones in other cities in California, was unjust, un- 
reasonable and unduly prejudicial. 

The case was heard jointly with the California commission. 

Unified operation of railroad facilities in the affected areas 
was authorized by the Commission, division 4, in Unified Op- 
eration at Los Angeles Harbor, 150 I. C. C. 649. At the hearing 
in that case, Wilmington, according to the report, opposed the 
grant of authority for the unified operation because of the 
omission from the unified operation zone of substantially the 
portion of the Wilmington section which it was here sought to 
have included in the switching limits of Los Angeles Harbor. 
The authorization then given, March 16, 1929, was for a period 
of five years. The Commission said that that period would 
give opportunity for parties to intervene in order*to present 
claims for any modification that might be desired and allow 
time for consideration of the questions that might arise. It 
directed that application for extension be filed within four years 
from the effective date of the order. 

This complaint was filed May 5, 1931. The defendants 
moved, at the hearing for dismissal upon the ground that it 
was premature. The examiner, however, said that the motion 
should be denied, for the reason that the complaint tendered 
issues which were either not directly before the Commission 
at the time of the prior proceeding or were merely collateral 
to the basic matters dealt with at that time and that the au- 
thority there granted did not operate to hold in abeyance of 
the issues now tendered. 

The Texas Co. contended that in addition to the rate dis- 
advantages under which it labored by reason of the exclusion 
of that part of Wilmington under consideration from the Los 
Angeles Harbor district it labored under a still further disad- 
vantage in the matter of allowances paid by the defendant car- 
riers on privately owned tank cars used by it. A third disad- 
vantage alleged was the poor quality of the train service, which 
the Southern Pacific said it would change. 


PROPOSED REPORTS 


Petroleum Products 


No. 23887, Illinois Oil Co. vs. A. T. & S. F. et al. By Ex- 
aminer F. A. Clifford on further hearing. Determined that 
complainant is entitled to reparation of $473.06 under finding 
in previous report, 178 I. C. C. 721, that the rates on petroleum 
products, in tank-car loads, from Cushing, Blackwell, Boynton, 
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Bristow, Cleveland, and Drumright, Okla., to Fairfax, Morgan, 
‘and Morton, Minn., were unreasonable. 


Paperboard 


No. 24586, Terre Haute Paper Co. et al. vs. Ann Arbor et 
al. By Examiner C. W. Griffin. Proposes that Commission find 
rates, paperboard, Terre Haute, Ind., and St. Mary’s, O., to points 
in official territory and to St. Paul and Minneapolis, Minn., not 
unreasonable, but unduly prejudicial to Terre Haute and St. 
Mary’s and unduly preferential of southern producing points, in 
those instances where the differences in rates from complain- 
ants’ plants and southern producing points to destinations in 
official territory are less than those which would result from 
the application of the scale in effect from Terre Haute and St. 
Mary’s for the respective distances. Recommends that Com- 
mission further find that the undue prejudice found to exist 
should be removed by the establishment of rates on this traffic 
from southern producing points from which the lower basis of 
rates applies to destinations in official territory based on the 
scale that applies from St. Mary’s and Terre Haute. The ex- 
aminer said complainants had not shown damage with sufficient 
particularity to entitle them to reparation by reason of the un- 
due prejudice found to exist. 


Grain and Products 


No. 24996, D. A. Stickell & Sons, Inc., vs. Alton et al. By 
Examiner George M. Curtis. Dismissal proposed. Combination 
rates, grain and grain products,. from Chicago and other points 
in Illinois, and points in Indiana, Ohio, Kentucky, Tennessee, 
and from Mississippi River crossings in Missouri and Iowa to 
Spring Valley, N. Y., and Ramsey, Mahwah, and Westwood, N. 
J., transited at Hagerstown, Md., not unreasonable. 


Vegetables 


No. 23801, Red Ball Vegetable Co. vs. I. C. et al. By Ex- 
aminer Elza Job, on further hearing. Proposes that Commis- 
sion find refrigeration charges applicable to shipments on fresh 
and green vegetables, from Vacherie, La., to Chicago, Ill., Min- 
neapolis, Minn., Buffalo, Rochester, and New York, N. Y., Louis- 
ville, Ky., St. Louis, Mo., Detroit, Mich., and Philadelphia and 
Pittsburgh, Pa., were not and are not unreasonable, but that 
they were, are, and for the future will be unduly prejudicial to 
complainant at Vacherie to the extent that they exceeded, ex- 
ceed, or may exceed, the refrigeration charges accorded com- 
plainant’s competitors on like shipments from Lutcher, Gary- 
ville, Reserve, La Place, St. Rose, or Kenner, La., to the same 
destinations. The examiner said there was no specific proof 
of pecuniary loss resulting from the undue prejudice and that 
reparation should be denied. He said the findings in the former 
report, 178 I. C. C. 429, wherein charges for the future were 
prescribed and reparation awarded, should be modified accord- 
ingly. 

Loud Speaker Chassis 


No. 24389, Brunswick-Balke-Collender Co. et al. vs. B. & O. 
et al, and No. 24659, Zenith Radio Corporation vs. Grand Trunk 
Western et al. By Examiner D. C. Dillon. Rates and ratings, 
second class, carloads and one and a half times first, less-than- 
carloads, assessed on loud speaker chassis, Long Island City, 
N. Y., to Chicago, Ill., Muskegon, Mich., and Dubuque, Ia., and 
from Rochester, N. Y., to Chicago, inapplicable. Applicable 
rates and ratings, third class carloads, minimum 30,000 pounds, 
and first class less-than-carloads, not unreasonable or otherwise 
unlawful. Reparation proposed. 


Iron Valves 


No. 25234, Northern Pump Co. vs. C. M. St. P. & P. et al. 
By Examiner Paul G. Thompson. Dismissal proposed. Carload 
rate, iron valves, San Jose, Calif., to Minneapolis, Minn., not 
unreasonable or otherwise unlawful. 


Blackstrap Molasses 


No. 25223, Albion Molasses Feed Co. vs. C. & N. W. et al. 
By Examiner Paul R. Naefe. Rate, blackstrap molasses, in 
tank cars, Harvey, La., to Albion, Neb., unreasonable to the 
extent it exceeded 49 cents. Reparation of $664.41 proposed. 


Cottonseed Products 


I. and S. No. 3750, routing cottonseed products via Missouri 
Pacific. By Examiner William A. Maidens. Proposed restric- 
tion, routing in connection with rates, cottonseed products, be- 
tween points on the Missouri Pacific, not justified. Proposed 
that suspended schedules be ordered canceled and the proceed- 
ing discontinued. The examiner said the carrier proposed to 
eliminate the word “local” in its routing rule which would have 
the effect of restricting routing to its line direct in all instances 
where the origin and destination were on its line even though 
one or both points might be a junction with some other car- 
rier. Under the proposal, the examiner said, combination rates 
would apply over some of the routes eliminated which would 
be in violation of other sections of the interstate commerce act. 
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He said that while it might be conceded that carriers had a 

right to restrict their routing so as to hold traffic to their long. 
haul under most conditions, by so doing they must not create 

an unlawful situation, citing in support of that proposition, 

a Association vs. Pennsylvania, 107 I. ¢. 
. 219. 


COMMISSION REPORTS 


(Continued from page 600) 


compounds from Belle, W. Va., has authorized carriers having 
circuitous routes to establish on the commodities mentioned 
the lowest rates applicable on like traffic over any routes from 
and to Belle, W. Va., to points in southern territory without 
observing the long and short haul part of the fourth section. 
The rates are to be constructed on the basis of the distance 
scale prescribed in Fertilizers Between Southern Points, 113 
I. C. C. 389, 123 I. C. C. 193, and 129 I. C. C. 215, and to main- 
tain higher rates from, to and between intermediate points, 
provided that rates from, to and between higher rated inter- 
mediate points 1,000 miles or less distant shall in no case exceed 
the scale referred to, and more than 1,000 miles distant shall 
not exceed rates constructed on the basis of such scale beyond 
1,000 miles at a rate of progression of 10 cents a net ton for 
each additional 25 miles, and shall in no case exceed the lowest 
combination of rates subject to the interstate commerce act. 
The relief is also subject to the equidistant clause and usual 
percentage circuity limitations. 


D. T. & |. ABANDONMENT 


The Commission, by division 4, in Finance No. 9187, De- 
troit, Toledo & Ironton Railroad Co. abandonment, has author- 
ized the applicant to abandon a branch in Fayette, Green and 
Clinton counties, O., a distance of 14.5 miles. Persons living 
along the branch objected to abandonment. The Commission 
said that the weight of the evidence was that neither the pres- 
ent nor prospective volume of traffic over the branch, which is 
in southwestern Ohio, was sufficient to warrant continued op- 
eration. 


SOUTHERN RAILWAY ABANDONMENT 


The Commission, by division 4, in Finance No. 9414, South- 
ern Railway Co. et al. abandonment, has authorized the Southern 
and the Virginia & Southwestern to abandon both the so-called 
Buladeen branch and operation over it, the Southern being the 
operating lessee. The branch extends from Rexford to Bula- 
deen, Tenn., a distance of about 10.59 miles. The applicants 
said that most of the merchantable timber along the branch 
had been cut out and the only industry on it was a portable 
saw mill. Protests against abandonment were made by Carter 
County, Tenn., and the residents along the branch. The Com- 
mission. could see no hope for traffic over the branch warrant- 
ing continued operation. 


Ss. P. ABANDONMENT 


The Commission, by division 4, in a report in Finance No. 
9340, Southern Pacific Railroad Co. abandonment, has author- 
ized the Southern Pacific to abandon that part of a branch line 
of railroad called the Santa Monica Air Line, extending from 
a point in Santa Monica, to Santa Monica Canyon, 2.17 miles, 
in Los Angeles county, Calif., and the Pacific Electric Railroad 
Co., lessee, to abandon operation thereof. The application to 
abandon was opposed by the city of Santa Monica and by the 
Palisades Beach Improvement Association. However, the Com- 
mission said, although the hearing was continued from June 22 
to August 3, 1932, at the protestants’ request, in order to afford 
them opportunity to study the applicants’ testimony and to 
produce witnesses, the applicants’ evidence was not challenged 
and the protestants adduced no testimony at either session of 
the hearing. On August 22, 1932, the Commission said, the 
Railroad Commission of California approved the abandonment 
subject to favorable action by the Commission. 


F. KE. C. ABANDONMENT 


A certificate authorizing the Florida East Coast Railway 
Co. and the receivers thereof to abandon a branch line from 
South Jacksonville, through the city of Jacksonville Beach; to 
Mayport, a distance of 24.1 miles, in Duval county, Fla., has 
been issued by the Commission, division 4, in a report in Finance 
No. 9094, Florida East Coast Railway Co. abandonment. The 
proposal contemplates the abandonment of the entire branch 
but the applicant desires to retain, as a spur track, that part 
of the branch between South Jacksonville and a point 2.8 miles 
east thereof called Spring Glen. 

Abandonment was opposed by the Jacksonville Chamber 
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October 1, 1932 


of Commerce, the city of Jacksonville Beach, the Jacksonville 
Beach Chamber of Commerce, and the Dekle Lumber & Supply 
Co. 

The report showed that the branch had been operated at 
a considerable loss for a number of years and that the territory 
tributary to it was exceptionally well provided with excellent 
highways, which, of late years, had been extensively used for 
motor transport. As a result, said the report, traffic on the 
branch had steadily declined. 

The Commission took occasion to note that many of the 
witnesses opposing abandonment did not use the branch. At 
the end of a paragraph recording the fact that the president of 


the Jacksonville Beach Chamber of Commerce had stated that’ 


it cost about $1 to operate the average automobile between 
Jacksonville Beach and Jacksonville and that, with a proper 
campaign of education, the autoists might be induced to use 
the railroad at a lower cost, appears the following sentence: 
“The witness has never ridden on a train over the branch.” 

“The proposition advanced by the protestants that the pub- 
lic might be induced, through a campaign of education, to re- 
linquish the use of automobiles over the excellent highways 
especially provided for them, and use the branch instead, is 
not persuasive,” said the Commission. 


ARIZONA EASTERN ABANDONMENT 


Examiner Thomas F. Sullivan, in Finance No. 9114, Ari- 
zona Eastern Railroad Co. et al. abandonment, has recommended 
that the Commission authorize the abandonment by the Ari- 
zona Eastern and the El Paso & Southwestern and abandon- 
ment of operation by the Southern Pacific, lessee, of branch 
lines in Cochise county, Ariz. One branch extends from Doug- 
las to Cochise, approximately 59.1 miles, and branch lines ex- 
tending from that branch, one from Kelton to Gleeson, approx- 
imately 6.4 miles, and another from Kelton to Courtland, 
approximately 4.6 miles, and another from Pearce to the Com- 
monwealth Mills, approximately 1.2 miles, an aggregate of 
71.3 miles in the county mentioned. 

Opposition to the abandonment was made by the Arizona 
commission, communities on the branch lines, shippers, and 
commercial organizations. The lines in question, Sullivan said, 
were located in Sulphur Springs Valley. The part of the line 
between Douglas and Kelton, and the branch line to Courtland 
are owned by the El Paso & Southwestern, the stock of which 
is owned by the Southern Pacific, the company that operates 
the branches marked for abandonment. The part of the line 
between Cochise and Kelton and the branch lines to Gleeson 
and the Commonwealth Mill are owned by the Arizona Eastern. 
The branch lines were constructed to reach mining properties. 
The population of the area traversed by them, the report said, 
was estimated at approximately 2,480. 

The applicants, the Arizona & Eastern and the Southern 
Pacific, alleged that freight traffic on branch lines was not suf- 
ficient to justify their continued operation; that there was 
practically no passenger traffic handled; and that other lines 
of the Southern Pacific were adequate to meet the traffic needs 
of the general territory involved. The examiner said it was 
obvious that the continued operation of the branch line would 
impose undue burdens upon interstate commerce. 


UNCONTESTED FINANCE CASES 

Report and certificate in F. D. No. 9521, permitting (a) the St. 
Clair & Western Railroad Co. to abandon, as to interstate and foreign 
commerce, its entire line of railroad in St. Clair and Macomb counties, 
Mich., and (b) the Canada Southern Railway Co., the Michigan Cen- 
tral Railroad Co., and the New York Central Railroad Co. to abandon 
operation of said line, approved. 

Supplemental report, certificate and order in F. D. No. 7569, au- 
thorizing (1) the Northern Pacific Railway Co. and the Minneapolis, 
St. Paul & Sault Ste. Marie Railway Co. to operate jointly certain 
tracks and factilities in Crow Wing and Aitkin counties, Minn., 
and (2) the pooling of certain ore and coal tonnage by said carriers, 
previous report 154 I. C. C. 279, approved. 

Report and certificate in F. D. No. 9611, (1) authorizing the 
Puget Sound & Cascade Railway Co. to acquire and operate certain 
lines of railroad in Skagit county, Wash.; and (2) dismissing re- 
quest for permission to retain excess earnings, approved. 

Report and order in F. D. No. 9567, authorizing Walter S. Franklin 
and Frank C. Nicodemus, Jr., receivers of the Wabash Railway Co., 
to issue $4,575,000 of receivers’ certificates, series B, in settlement of 
an equal amount of outstanding indebtedness, approved. 

Report and order in F. D. No. 9645, authorizing the Akron, Canton 

& Youngstown Railway Co. to issue a promissory note for $24,500 
payable to the Railroad Credit Corporation or order to evidence a 
proposed loan therefrom, approved. 
_ Report and certificate in F. D. No. 9613, authorizing the acquisi- 
tion by the Southern Bell Telephone & Telegraph Co. of the tele- 
phone properties of R. C. Corr, doing business as the Linden Tele- 
phone Co., approved. 

Report and order in F. D. No. 9616, (1) authorizing the Cleve- 
land & Pittsburgh R. R. Co. to issue $471,000 of general and refunding 
mortgage gold bonds, series B, said bonds to be delivered at = 
to the Pennsylvania R. R. Co. in payment of idebtedness to that 
company for capital expenditures; and (2) authorizing the Penn- 
sylvania R. R. Co. to assume obligation and liability, as lessee and 
guarantor, in respect of said bonds, approved. 

Report and certificete in F. D. No. 9577, permitting the Chicago 
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& North Western Ry. Co. to abandon lines of railroad in Marquette 
county, Mich., approved. 

Report and order in F. D. No. 9606, authorizing the New York 
Chicago and St. Louis R. R. Co. to issue not exceeding $20,000,006 
of new or extended promissory notes in payment of or exchange for 
an equal face amount of maturing notes, condition prescribed (pro- 
vided, however, and the authority herein granted is upon the ex- 
press condition, that none of the notes shall be issued except in 
Satisfaction of a like amount of indebtedness represented by the 
applicant’s outstanding 6 per cent gold notes, maturing October 1, 
1932), approved. 


FINANCE APPLICATIONS 


Finance No. 9657. Northwestern Pacific Railroad Co. asks au- 
thority to abandon 16.932 miles of main line between Korblex and 
Trinidad, Calif., 1.339 miles of branch line from Little River Junction 
to Mile Post 306.65, known as the Little River branch, and 13.904 
miles from Willits to Williams, Calif., known as the Sherwood branch. 

Finance No. 9644. Atchison, Topeka & Santa Fe Railway Co. 
asks approval of lease of Rio Grande, El Paso & Santa Fe Railroad 
es . . "wpiicmee controlled subsidiary. The present lease expires 

ec. 31, a 

Finance No. 9645. Akron, Canton & Youngstown Railway Co. asks 
authority to issue a promissory note for $24,500, bearing not more than 
6 per cent interest, to the Railroad Credit Corporation for a loan to 
meet interest charges. 

Finance No. 6045. Third supplemental appliction of Southern 
Pacific Co. for authority nominally to pledge and repledge as col- 
lateral security for short term loans, $2,656,000 of its Oregon Lines 
first mortgage bonds, series A. 

Finance No. 9646, Prescott & Northwestern Railroad Co. asks 
authority to issue not to exceed $75,000 of 6 per cent notes to Re- 
construction Finance Corporation for loan and to issue $75,000 of 
bonds as collateral therefor, to be secured by a deed of trust on all 
applicant’s property to the St. Louis Union Trust Co. of St. Louis, 
Mo. The loan will be used to pay bonds due to the Missouri Pa- 
cific Railroad Co., maturing October 1. 

Finance No. 9656. Rowlesburg & Southern Railroad Co. ask 
authority to issue $150,000 of bonds to secure a loan from the Re- 
construction Finance Corporation to pay the Keystone Manufac- 
turing Co. a debt formerly owed by the Cheat River Railroad, whose 
property was acquired by applicant. 

Finance No. 9648. El Paso & Southwestern Railroad Co. asksj 
authority to issue $4,281,000 of 5 per cent first and refunding mortgage 
gold bonds to reimburse applicant’s treasury for expenditures made 
for additions and betterments. It is proposed to sell $2,962,000 of the 
bonds to repay the Southern Pacific Co. for advances, and the bal- 
ance will be held in the treasury. The $2,962,000 of bonds are to be 
sold to the Southern Pacific Co. at par and accrued interest. 

Finance No. 9649. San Antonio & Aransas Pass Railway Co. asks 
authority to issue $4,056,000 of first mortgage 4 per cent bonds and 
to sell them for cash at par to the Southern Pacific Co. The pro- 
ceeds are to be used to reimburse the Southern Pacific for advances. 

Finance No. 9650. Pittsburgh, Cincinnati, Chicago & St. Louis 
Railroad Co. asks authority to issue and deliver to the Pennsylvania 
Railroad Co., $1,223,000 of 5 per cent general mortgage bonds in re- 
imbursement for indebtedness and the Pennsylvania Railroad Co., 
lessee, asks authority to guarantee the bonds. 

Finance No. 9651. Chicago & Western Indiana Railroad Co. asks 
authority to issue and deliver $1,700,000 of series C 5% per cent sink- 
ing fund gold bonds to the Burlington South Chicago Terminal Rail- 
road Co. in lieu of cash as consideration for the conveyance of prop- 
erty to applicant. 

Finance No. 9651. Sub. No. 1. Chicago & Eastern Illinois Rail- 
way Co. asks authority to execute and deliver a joint supplemental 
lease of 1932 between the Chicago & Western Indiana, as lessor, and 
its five proprietary tenants, C. & E. I1.; C ms Ge Be & Bas De Be 
W.; and Wabash. Applicant seeks authority to assume obligation 
and liability as a lessee in respect of the $1,700,000 of bonds referred 
to in Finance No. 9651. 

Finance No. 9652. Atchison, Topeka & Santa Fe Railway Co. 
and California, Arizona & Santa Fe Railway Co. ask authority to 
abandon line from Cordes to Middleton, Ariz., about 10 miles. 

Finance No. 9653. Atchison, Topeka & Santa Fe Railway Co. 
asks authority to abandon line from Colony to Yates Center, Kan., 
about 24 miles. 

Finance No. 9296. Supplemental application of Pittsburgh & 
West Virginia Railway Co. for authority to issue $434,000 of 6 per 
cent general mortgage gold bonds to be pledged with R. F. C. as 
part security for loan of $403,419.53. 

Finance No. 9660. Missouri-Kansas-Texas Railroad Co. asks au- 
thority to issue $17,219,638.40 of prior lien mortgage 5 per cent gold 
bonds, series A, due 1962, and to pledge and repledge them from time 
to time for short term notes. Of the total amount, $12,050,583.90 of 
the bonds are to be taken into applicant’s treasury in reimbursement 
for like amount expended for capital purposes and $5,169,054.50 of 
the bonds are to be taken into the treasury in lieu of like amount 
of eager lien mortgage 6 per cent gold bonds, series C, canceled or 
to be canceled. 


LOANS TO RAILROADS 


In Finance No. 9655, Erie Railroad Co. has applied for a 
loan from the R. F. C. for $6,800,000, for three years, to pay 
past due vouchers, interest obligations and taxes. It offers as 
security refunding and improvement 6 per cent 30-year bonds. 

In Finance No. 9654, Gainesville & Northwestern Railroad 
Co. has applied for a loan from the R. F. C. of $22,000 for three 
years, for current accounts, repairs, and anticipated deficits. 
Receivers’ certificates are offered as security. 

In a fifth supplemental report in Finance No. 9152, New 
York, Chicago & St. Louis Railroad Co. reconstruction loan, 
the Commission has modified its fourth supplemental report 
approving a loan of $6,800,000 to the Nickel Plate so that 
$1,200,000 of the total amount authorized may be advanced for 
interest obligations and taxes. The Commission, in the prior 
report, approved the loan of $6,800,000, subject to the condition 
that before any advance thereon was made the Nickel Plate 
should deposit with the R. F. C. evidence satisfactory to the 
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R. F. C. that the holders of $20,000,000 of the Nickel Plate’s 
three-year notes maturing October 1 would extend 75 per cent 
of the principal thereof for a term of three years from October 
1. The Nickel Plate said it would be impossible to obtain the 
consent of the noteholders as requested prior to October 1 and 
asked that the portion of the loan required to meet interest on 
mortgage bonds and taxes be relieved of the condition, leaving 
only the loan of $5,600,000 subject thereto. The Commission’s 
modification grants the request. 

In Finance No, 9319, Bartlett Western Railway Co. recon- 
struction loan, the Commission, by division 4, has denied an 
application for a loan of $5,000 to pay taxes of $1,622.70 and 
meet maintenance expenses. It said the applicant’s financial 
embarrassment was due to causes other than the present finan- 
cial depression and that the prospective earning power and 
security offered were not such as to afford reasonable assurance 
of applicant’s ability to repay the loan. 

Members of division 4 of the Commission which handles 
applications for loans to railroads by the Reconstruction Finance 
Corporation and the members of that body held a conference on 
September 26 on matters pending before the two bodies. The 
members of division 4 were accompanied by Assistant Director 
Burnside, acting chief of the Commission’s Bureau of Finance, 
and H. B. Haley, chief of loans section in that bureau. 

The conference was similar as to others that have often 
been held with a view to coming to understandings on points 
involved in the applications to the two bodies by railroads that 
would tend to easier handling of the subjects by conferences 
before rather than after decisions by the Commission. 

Fred W. Sargent, president of the Chicago & North Western, 
held a conference on Sept. 26 with members of the Reconstruc- 
tion Finance Corporation, with reference to a proposed loan 
to the C. & N. W. 


The Commission, by division 4, in Finance No. 9536, Fonda, 
Johnstown & Gloversville Railroad Co. reconstruction loan, has 
approvd a loan to the applicant from the R. F. C. of $170,387. 
The money is to be used in paying notes, interest, meet sinking 
fund requirements, reimburse its treasury for money spent on 
equipment and taxes. The loan is to be secured by the deposit 
of stock of the Coal Co. of Fulton County, Sacandaga Park Co. 
and the assignment of all rentals payable to the applicant by 
the coal company. Commissioners Mahaffie and Brainerd noted 
dissents. Commissioner McManamy acted as a member of 
the division im this case. 


The Missouri Pacific’s Supplemental application in Finance 
No. 9146 for a loan of $3,000,000 to meet interest on funded debt 
has been dismissed by the Commission, the company having 
advised the Commission it would obtain the money from the 
Railroad Credit Corporation. The company withdrew the appli- 
cation. 

In Finance No. 9565, Columbus & Greenville Railway Co. 
reconstruction loan, the Commission, by division 4, on applica- 
tion for a loan of $100,000, has approved a loan of $60,000 for 
three years to pay the completed constructive cost of the new 
steel bridge over Big Sand Creek, near Valley Hill, Miss., and 
to pay for restoration of roadbed and track and bank protection 
work in Big Sand Creek Valley at mile posts 100.7, 101.5, and 
104.6. Applicant also desired $40,000 for taxes and other pur- 
poses. The decision is without prejudice to further considera- 
tion of the application. The Commission said there should be 
pledged as security for the loan equipment trust certificates 
in amount equal to the loan and that payment of the loan 
should be guaranteed by A. T. Stovall, president of applicant. 
In addition the Commission said the applicant should agree not 
to dipose of $100,000 of Liberty bonds now in its treasury dur- 
ing the life of the loan and should agree with the R. F. C. 
to impose a limit on charges to operating expenses. 

In a supplemental application in Finance No. 9174, the 
Pittsburgh & West Virginia Railway Co. has applied for a loan 
of $403,419.53 for three years from the R. F. C. to meet interest 
of $83,169.53 on notes held by banks, of $20,250 on equipment 
trust certificates and to meet the maturity of $300,000 of equip- 
ment trust certificates November 1. 

In Finance No. 9663, the Sierra Railway Co., Charles H. 
Segerstrom, receiver, has asked for a loan of $230,000 to pay 
interest, taxes and current bills. The property of the carrier 
is offered as security. 

In Finance No. 9664, the Lehigh Valley Railroad Co. has 
asked for a loan of $3,000,000 to pay fixed charges and taxes. 
It offers as security its 5 per cent general consolidated mortgage 
bonds of 1903. 

The Commission, by division 4, in a first supplemental re- 
port in finance 9167, has approved a further loan of $12,461,350 
to the Chicago and North Western to pay one-half of maturing 
bank loans, fixed interest charges, and the principal of matur- 
ing equipment notes. The report said the R. F. C. had thus 
far made loans aggregating $6,643,083 to the applicant. 
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R. F. C. Bridge Loan 


The Reconstruction Finance Corporation has announced that 
it will aid in financing the construction of a combined railroad 
and highway bridge across the Mississippi River near New Or. 
leans by bidding for bonds of the state of Louisiana and pur. 
chasing bonds of the Public Belt Railroad Commission of New 
Orleans in amounts sufficient to provide for construction of the 
bridge which is estimated to cost $13,000,000. 


Railroads and Hoover Plan 


The New York, New Haven & Hartford, in Finance No. 
9658, has asked the Commission to approve a “work” loan of 
$700,000 from the Reconstruction Finance Corporation. The 
company asked for the loan with a view to furnishing work 
for employes in repairing passenger and freight cars and loco- 
motives. The program covers 93 locomotives and 160 freight 
and passenger cars. The application estimates that with a 
loan of the sum mentioned work will be furnished for 400 men 
for six months. As security for the proposed loan the appli- 
cant proposes a promissory note or notes with stock of the 
Old Colony Railroad as. collateral. 

The Commission made public Sept. 28 the application of the 
Baltimore & Ohio Railroad Co. (Finance No. 9659) for a “work” 
loan of $3,000,000 for three years from the R. F. C. to increase 
employment and stimulate business by repairing and rebuild- 
ing locomotives, repairing freight cars and building 820 new 
all-steel gondola cars. Notes of the applicant are offered as 
security. The applicant announced some time ago it would 
apply for such a loan under the Hoover plan. 

A loan of $500,000 by the R. F. C. to the Central of New 
Jersey has been approved by the Commission, division 4, in 
Finance No. 9631, Central Railroad Co. of New Jersey recon- 
struction loan, to be spent in repairing equipment, both rail- 
road and marine, the latter being used in handling freight 
traffic in New York harbor. As security for the loan the car- 
rier is to deposit with the R. F. C. an assignment of its dis- 
tributive share in the fund administered by the Railroad Credit 
Corporation under its “marshaling and distributing plan, 1931.” 

All but $450,000 of the loan is to be used in making repairs 
to locomotives, freight and passenger cars. The other $50,000 
of the loan is to be used repairing tugs and lighters in New 
York harbor. 

This is a “work” loan desired to enable the borrowing car- 
rier to give employment. The plan is to spend about $90,000 a 
month over a period of five months in repairing railroad equip 
ment, thereby giving employment to 351 men in the Elizabeth- 
port shops; 27 men at the Bethlehem shops and 38 men at 
the Ashley shops. The plan calls for the repairing of eleven 
passenger cars, 15 locomotives and 180 freight cars. 

The loan is to be made for three years, the plan calling for 
advances in monthly installments. 


EXCESS INCOME REPORT 


Finance No. 3773, Ironton Railroad Co. excess income. 
By the Commission, division 1. Carrier found to have recap- 
turable excess income of $580,246.25 for the last four months 
of 1920 and the years 1921 to 1924, inclusive. The recaptur- 
able excess income for each year and the valuation of the 
carrier’s property follow: 1920 period, $33,810.40 and $765,000; 
1921, $83,212.41 and $775,000; 1922, $120,822.95 and $765,000; 
1923, $184,484.98 and $805,000; 1924, $157,915.51 and $810,000. 
Order entered requiring payment of the recapturable excess in- 
come found due. Part of the money has been paid under orders 
of the Commission requiring preliminary computation of excess 
income, the payments having totaled $500,990.54. 


CHARITY NOT OPERATING CHARGE 


The Commission, by division 4, in ex parte No. 107, account- 
ing of the New York Telephone Company, instituted on its own 
motion, has ruled that a contribution of $75,000 by that company 
to the emergency Unemployment Relief Company of New York 
City, made in 1931, was not a proper charge to operating ex- 
penses, but should have been charged to profit and loss account. 
In view of the possible importance of its decision, the Com- 
mission called the attention of state commissions and all car- 
riers subject to its jurisdiction to the matter. The Commis- 
sion said that only such contributions for charitable or social 
purposes as could be shown to have a direct or intimate rela- 
tion to the protection of the property of the company or de- 
velopment of its business or the welfare of its employes were 
properly chargeable to operating expenses. 


PETITIONS FOR REHEARING, ETC. 


No. 21999, West Coast Lumbermen’s Association et al. vs. A. C. 
& Y. et al., No. 22087, California White & Sugar Pine Manufacturers 
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vs. A. C. & Y. et al., and No. 22314, California Redwood Association 
vs. A. C. & Y. et al. Defendants ask rehearing or reargument, before 
entire Commission. 

No. 22315, Liberty Lime & Stone Co., Inc., vs. A. & R. et al. 
Defendants ask postponement of effective date of order. 

No. 24436, Western Yarn Mills et al. vs. G. T. W. et al. Defendants 
ask for reopening, reconsideration and reargument solely on question 
of reparation. 

No. 22754 (and Sub. 1), Nevins Fruit Co., Inc., et al. vs. F. E. C. 
et al. Complainants ask reopening and reconsideration of decision 
herein. 

No. 24642 (and Sub. 1), Julius Friedlander Co. vs. T. & T. et al. 
Defendants ask reconsideration by entire Commission upon record as 
made. 

No. 14881, Continental Sugar Co. vs. N. Y. C. et al. C. & E. and 
Cincinnati Northern, defendants herein, ask modification of order 
entered herein. 

No. 24345, Mangelsdorf Seed Co. vs. A. T. & S. F. et al. 
plainant asks further hearing. 

No. 24743, Carnation Co. vs. C. & S. et al. Complainant asks 
Commission to give further consideration to evidence that has been 
presented under shortened procedufe, or to reopen the case and grant 
a verbal hearing therein. 

No. 23733, Blue Ridge Tale Co. vs. A. & L. M. et al. South- 
western carriers ask reopening, reconsideration, and modification of 
order dated July 26, 1932, and postponement of effective date thereof. 

No. 25325, Absorption of drayage and trucking charges by St. 
Louis Southwestern et al., and I. & S. 3759, Delivery charges ab- 
sorbed by St. Louis Southwestern. St. Louis Southwestern, re- 
spondent, asks for additional hearing. 


Com- 


No. 23046, Roland G. Hill et al. vs. A. T. & S. F. et al. De- 
fendants ask reconsideration. 
No. 25373, Sub. No. 1, Monamotor Oil Co. vs. U. P. et al. A. T. 


& S. F. asks dismissal of the complaint for its account and for ac- 
count of all defendants hereto. 

No. 23765, and Sub. 1, B. W. Randolph, Inc., vs. G. C. & S. F. 
et al. Defendants ask reopening, modification and correction of orders 
awarding reparation, also reopening of these cases by the Commission 
on its own motion to correct obvious errors of law and fact. 

Finance No. 7907, N. & W. construction (extension of Jacobs Fork 
branch). Applicant asks extension until October 1, 1934, of time 
within which it may complete the extension of its Jacob Fork branch 


authorized in this proceeding. 
No. 25373, Monamotor Oil Co. vs. U. P. et al. A. T. & S. F. 
asks dismissal of complaint for its own account and account of all 


defendants, parties to this proceeding. 

No. 20578, Globe Superior Corporation vs. Southern. Defendants 
ask that decision of division 4 be reconsidered by entire Commission 
to end that it be set aside and that an order be entered herein de- 
nying reparation. 

No. 24542, George F. Bates vs. T.-N. M. et al. 
rehearing, reargument and/or reconsideration. 

No. 23499, Baker Produce Corporation et al. vs. Pennsylvania 
et al. Complainants ask for leave to amend the complaint herein, 
also for the granting of a further hearing thereon for the purpose 
of permitting said complainants to present evidence concerning 


weights. 
No. 24238, West Virginia Rail Co. vs. C. & O. et al. J. E. Til- 


ford, for and on behalf of carriers parties to the order of the 
Commission herein, asks that said order be ameneded so as to 
permit publication of the required rates on or before November 2, 
1932, on 10 days’ notice. 

No. 24636, L. N. Grant vs. A. C. L. et al. 
ponement of effective date of order herein. 


COAL IN ILLINOIS 


The Commission, in No. 23130, intrastate rates on bituminous 
coal between points in Illinois, has postponed the effective date 
of its supplemental order of March 14, 1932, as modified May 4, 
June 7, July 27 and July 30, concerning the establishment of 
rates on bituminous coal to the Peoria-Pekin, Ill., district, from 
October 1 to November 1. 

At the time the Commission postponed the effective date of 
its order in the thirteenth section proceeding mentioned in the 
preceding paragraph it extended the effectiveness of its order 
in I. and S. No. 3784 from October 1 until such time as it has 
completed its investigation of the tariffs under suspension, or, 
to the end of the seven months’ period of suspension allowed by 
the statute, if necessary. 

The tariffs suspended in I. and S. No. 3784 carry the rates 
the Commission ordered the railroads to establish in the thir- 
teenth section proceeding. The suspension order ran from July 
30 to Oct. 1, the Commission thinking, when it suspended the 
tariffs, that it would be able to complete its investigation by 
Oct. 1. However, the investigation is not yet completed, hence 
the modification of the investigation and suspension proceeding 
and formal docket case orders. 

While the railroads had the Commission institute the thir- 
teenth section proceeding that resulted in the prescription of 
intrastate rates in Illinois on the interstate level, when the time 
came for some of them to apply the increased rates, they became 
worried about the competiton of the trucks in the Peoria-Pekin 
area. The Commission, to permit it to conduct a further inquiry 
into the matter, therefore suspended the rates filed in compli- 
ance with its own order, pending such investigation. ° 


Complainant asks 


Defendants ask post- 


EX-LAKE COAL FROM CHICAGO 


The Commission, by division 3, upon the telegraphic re- 
quest of the carriers, has further postponed the effective date 
of its order in No. 24579, South Chicago Coal & Dock Co. vs. 
Belt Railway Co. of Chicago, 185 I. C. C. 501, from October 21 
to November 21. The postponement was made to enable the 
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Commission, as a whole, to consider the petition of the carriers 
for a modification of the order of division 3 requiring the car- 
riers to establish a rate of $1.15 a net ton on ex-lake bituminous 
coal from Chicago to Rockford, III. 

In their petition the carriers pointed out that the Illinois 
intrastate rate on coal from the complainant’s dock in South 
Chicago to Rockford was $1.25 and contended that the inter- 
state rate should at least not be any lower than that. 


SUGAR RATES PROTESTED 


The joint executive transportation committee of Philadel- 
phia commercial organizations, speaking for ten associations 
in that city, added its voice to the requests for suspension of 
the reduced sugar rates, from Gulf ports to Ohio River cross- 
ings and beyond, carried in supplement No. 54 to Emerson’s 
I. C. ©. No. 156, dated to become effective October 1. (See 
Traffic World, Sept. 24.) The committee alleges that the “much 
lower” rates through the Gulf ports than through Philadelphia, 
proposed in the Emerson tariff, would result in undue prejudice 
to the Pennsylvania port. The Philadelphians assert that the 
only effect of the “much lower” rates from the Gulf ports would 
be a dislocation in the sugar industry “to the possible drying up 
or seriously curtailing the refinery business of the Atlantic 
seaboard.” 

“This is only another of repeated attempts by these south- 
ern carriers and their connections to tear apart, piecemeal, a 
rate structure that has encouraged the development of the ports 
on a competitive basis and permitted the commerce of the 
world to flow through such ports without seriously impairing 
the public interest,” declared the Philadelphia request for sus- 
pension. 

The Omaha Chamber of Commerce, by wire, asked for sus- 
pension, contending that because of a lack of corresponding 
reductions to Omaha and other points west of the Mississippi 
River the reductions would increase the spread, Omaha over 
Chicago, from eleven to thirty-seven cents, to the undue prej- 
udice of Omaha sugar jobbers. 

Withdrawal by the eastern railroads of their fourth section 
applications No. 14804 et al., on Sept 23, and the consequent 
cancellation by the Commission of a hearing thereon, on Sept. 
27 before Examiner Boat, created a question as to whether the 
southern: lines would withdraw the rates in Emerson’s tariff or 
would allow them to remain on the file, thereby forcing the 
Commission to pass upon the question of suspension raised by 
the protests. One thought was that the southern lines, which 
were supposed to have based their proposed heavy cuts on the 
fourth section applications, would accept the withdrawal as an 
offer of peace, especially if the northern lines could convince 
the southern that the Hudson River-Erie canal lines were will- 
ing to come into a move to stabilize rates and prevent a rate 
war. The river-canal lines, at their recent conference in Wash- 
ington, confessed that one of their number had struck the 
spark that threatened a conflagration by making a ridiculously 
low rate on sugar, something like 27.5 cents, from New York to 
Chicago. They also said that they could and would control 
their colleague so that it would not again indulge in that sort 
of rate-making. 

Another was that the southern lines were determined to 
meet any move the eastern lines might make in asking for 
fourth section relief, by publishing rates on coffee and sugar, 
fully competitive with the lowest rates the eastern railroads 
might make under fourth section permission and to do so with- 
out asking the Commission for fourth section relief. The south- 
ern lines were suspected of an intention to proceed without 
asking for fourth section relief on account of the limitations 
the Commission had heretofore put upon them in their efforts 
to make export and import rates through the south Atlantic 
and Gulf ports on a basis really competitive with export and im- 
port rates through the north Atlantic ports. 

The Mississippi Valley Association, asserting that it is made 
up of shippers in the valley, has asked the Commission to sus- 
pend the proposed reduced rates on sugar. It suggests that the 
proposed all-rail rates would force barge rates, under the cus- 
tomary differential basis, to a figure that would endanger the 
continued’ operation and existence of water carriers. In fact, 
it asserted that the drastic cuts in the all-rail rates were not 
designed to meet water transportation competition but to de- 
stroy water transportation. 

Emerson, the publishing agent, the suspension of whose 
tariff was requested, in answer to that protest, said that the 
Mississippi Valley Association petition dealt almost wholly in 
argument. He said that he would neither deny nor admit that 
the members of the association were shippers, the railroads 
not being in possession of information on that point. Emerson 
said, however, that his principals respectfully called the Com- 
mission’s attention to “the fact that said protestant does not 
represent sugar receivers located at St. Louis, Mo., or points 
in the vicinity thereof, nor sugar refiners or shippers.” He 
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added that sugar receivers at St. Louis and other points of 
destination in the vicinity of and beyond St. Louis had filed 
many telegrams with the Commission urging it to allow the 
proposed rail rates to become effective. 

The East-Southeastern Kentucky Jobbers’ Association has 
asked for the suspension of the Emerson reduced rates. They 
express the fear that the lowered rates will result in the diver- 
sion of sugar to the lower rated points, such as Corbin and 
Lexington, Ky., and cause it to be distributed from such points 
instead of the points where its members are doing business. 

The Union Barge Line Corporation has also asked for sus- 
pension on account of the unfavorable effect it says the rates 
will have upon the barge line. It suggests that the proposed 
rates are so low as to be not compensatory. 

Resolutions in support of the proposed reduced rates on 
sugar from Gulf ports to Ohio River crossings and beyond, car- 
ried in supplement No. 54 to Emerson’s I. C. C. 156, have been 
adopted by the New Orleans Board of Trade and the New Or- 
leans Sugar and Rice Exchange and forwarded to the Commis- 
sion, They supported the Emerson schedule on the ground that 
the rates carried therein would enable New Orleans interests 
to get into northern markets on better terms and enable the 
railroads to regain some of their lost traffic. 

Opposition to the Emerson publication has been expressed 
by the Kansas City Chamber of Commerce and the Sioux City, 
Ia., Traffic Bureau. They take the position taken by the Omaha 
Chamber of Commerce. In its telegraphic communication of 
opposition the Sioux City organization expressed the opinion 
that the drastic reductions would produce extreme marketing 
and competitive chaos and result in disastrous prejudice to dis- 
tributors of sugar at Sioux City. 


Rates Suspended 


The Commission, in I. and S. 3814, September 30, suspended 
proposed reduced rates on sugar for seven months. 


COMMISSION ORDERS 


No. 25492, Shell Petroleum Corporation vs. A. T. & S. F. et al. 
Southern Pacific Co. dismissed as a party defendant hereto. 

No San Pedro Chamber of Commerce et al. vs. A. T. & 
Ss. ot al. Owens-Illinois Pacific Coast Co. permitted to intervene. 

25359, Sub. 2, Petroleum Refractionating Corporation vs. A. C 
“Texas Co. permitted to intervene. 

90, Northwestern Retail Coal Dealers’ Association, Inc., 

s "Fe. & I. F. et al. Chamber of Commerce of Fargo, N. ) 
Aberdesn Chamber of Commerce and Board of Railroad Commissioners 
of State of North Dakota ey to intervene. 

No, 25413, Skelly Oil Co. vs. A. & S. et al. Lincoln Oil Refining 
Co. permitted to intervene. 

No. 14881, Continental Sugar Co. vs. N. Y. C. et al. Maintenance 
provision of order of July 23, 1924, as subsequently modified, vacated 
and set aside. 

Finance No. 6646, Construction by Cincinnati Union Terminal Co. 
Time prescribed in certitficate within which Cincinnati Union Ter- 
ag “ed = complete construction of facilities therein is extended 
o July 

Finance No. 8689, Aroostook Valley control. Order of May 9, 
reopening Jee proceeding ‘for further hearing vacated and set aside 

Skelly Oil Co. vs. A. & S. et al. Standard Oil Co. 
of BP ay wand White Eagle Oil Corporation permitted to intervene. 

No. 22806, L. N. Grant vs. A. C. L. et al. Proceeding reopened 
for further hearing with ye to certain shipments moved in cars 
of greater capacity than ordered by complainant and furnished for 
defendants’ convenience, at such time and place as the Commission 
may hereafter direct. 

No. East Texas Refining Co. vs. A. C. et al. 
Petroleum Co. permitted to intervene. 

Moffat Co. et al. vs. S. P. et al. 
Co. permitted to intervene. 

No. 25284, Wilmington Chamber of Commerce, Delaware, on be- 
half of Wilmington Coal Merchants’ Bureau et al. vs. B. & O. et al. 
The Pyrites Co., Inc., permitted to intervene. 

.& S. 3660, rates on Bristol and Norton Lines of N. & W., and 
No, 7865, Chamber of Commerce of Johnson City, Tenn., vs. Southern 
et al. St. Louis Chamber of Commerce permitted to intervene. 


I. C. C. CASES IN SUPREME COURT 


The Supreme Court of the United States will begin its 
October term Oct. 3, with six cases involving the Commission 
pending before it. The casés are summarized below: 

Texas & Pacific Railway Co., appellant, vs. U. S. et al., ap- 
Pellees. Suit in equity to set aside Commission’s orders in 
Docket No. 12798, Galveston Commercial Association .vs. G. H. 
& S. A. et al., requiring carriers to cease and desist from 
charging the same rates between points on the T. & P. and 
the Louisiana Railway & Navigation Co., and Texas ports, as 
between said points and New Orleans, La., on export, import, 
and coastwise traffic, and prescribing non-prejudicial relation- 
ships for future rates. 100 I. C. C. 110; 128 I. C. C. 349; 160 
I. C. C. 345. Case pending for reargument. 

Louisiana & Arkansas Railway Co. et al., appellants, vs. 
U. S. et al., appellees. Involves same issue as preceding case. 

The New York Central Securities Corporation, appellant, 
vs. U. S. et al., appellees. Suit in equity to set aside Com- 
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acquisi.ion of control by C. C. C. & St. L., authorizing acquisi- 
tion by lease of the Cincinnati Northern and of the Evansville, 
Indianapolis & Terre Haute by the C. C. C. & St. L., and acqui- 
sition by lease of the C. C. C. & St. L. and certain controlled 
lines by the New York Central. 

Norfolk & Western Railway Co., appellant, vs. U. S. et al. 
appellees. Suit in equity to set aside and annul the Commis. 
sion’s order of Jan. 5, 1931, in Ex Parte 100, 171 I. C. C. 557, 
prescribing accounting to be followed by N. & W. with respect 
to its investment in certain collieries, the expense of operat- 
ing same and the revenues derived therefrom. 

The Alton Railroad Co., appellant, vs. U. S. et al., appellees, 
Suit in equity to enjoin and set aside the Commission’s order 
of Dec. 7, 1931, in Docket No. 22487, Wheelock and Bierd vs. 
A. C. & Y., prescribing divisions of joint rates on grain, grain 
products and grain by-products, from Peoria, IIll., to destina- 
tions east of Buffalo, N. Y., 169 I. C. C. 594 and 179 I. C. C. 517. 
On calendar for Oct. 10. 

Interstate Commerce Commission et al., appellants, vs. 
Oregon-Washington Railroad & Navigation Co. et al., appellees. 
Suit in equity to set aside the Commission’s order of Dec. 3, 
1929, in Docket No. 19680, requiring the Oregon-Washington 
Railroad & Navigation Co. to extend its line from its present 
terminus near Burns, Ore., to a connection with the Cascade 
line of the Southern Pacific near Crescent Lake, Ore. 159 I. C. C. 
630. 


TENTATIVE VALUATIONS 


Valuation No. 1116, tentative valuation report on the prop- 
erty of Helena Southwestern Railroad Co., as of Dec. 31, 1927. 
By the Commission, division 1. Final value, total owned, $195,- 
000; total used, $198,085. 

Valuation No. 1114, Winifrede Railroad Co., tentative valua- 
tion. By division 1. Final value of property, owned and used, 
$162,000, as of Dec. 31, 1927. 

Valuation No. 1115, Quakertown & Bethlehem Railroad Co., 
tentative valuation. By division 1. Final value of property, 
owned and used $285,000, as of Dec. 31, 1927. 


TRAIN CONTROL TOO EXPENSIVE 


The Delaware & Hudson in No. 13413, and Sub. Nos. 23 and 
23-2, in the matter of automatic train control devices, has asked 
the Commission to vacate its automatic train control orders 
of June 13, 1922, and January 14, 1924, in so far as they affect 
the petitioner’s railroad. Request for relief from these orders 
is based upon the expense entailed by the orders requiring the 
installation and maintenance of automatic train control devices, 
and the alleged inability of such devices to prevent such acci- 
dents as have occurred on the Delaware & Hudson. 

“There has been no instance in which petitioner’s auto- 
matic train control system has averted any accident,” declares 
the petition. “There have been many instances of false re- 
striction operations that have caused unnecessary and unde- 
sirable stops and have retarded the operation of trains, each 
of which has increased operating expense.” 


SUSPENDED TARIFFS 


In I. and 8S. No. 3811, the Commission has suspended from 
September 28 until April 28 schedules in supplement No. 7 to 
Speiden’s I. C. C. No. 1593, supplement No. 16 to St. Louis- 
San Francisco I. C. C. No. 9548, and in other individual lines’ 
tariffs. The suspended schedules propose to establish a pro- 
portional rate of 8 cents per 100 pounds on grain and grain 
products, in carloads, from points in southeastern Missouri and 
northeastern Arkansas to Memphis, Tenn., when destined to 
points in the South, which would result in reductions in con- 
structing through rates, The following is illustrative, rates be- 
ing in cents a hundred pounds: 


From Sikeston, Mo., to Atlanta, Ga. (via Memphis, Tenn.), pres- 
ent 42, proposed 371%. 


RAILROAD FUEL COSTS 

Total cost of coal and fuel oil consumed by Class I steam 
railroads, exclusive of switching and terminal companies, in 
road train and yard switching services, in the seven months 
ended with July, amounted to $97,365,617, as compared with 
$131,975,409 for the corresponding period of 1931, according to 
statistics compiled by the Bureau of Statistics of the Commis- 
sion. For July the cost was $11,697,844 as compared with $17,- 
143,970 in July, 1931. 

Net tons of coal consumed totaled 38,689,877 in the seven 
months as against 49,117,660 in the 1931 period, and 4,677,751 
in July as against 6,461,704 in July, 1931. 

Gallons of fuel oil consumed totaled 1,019,954,209 in the 
seven months as against 1,183,517,051 in the 1931 period, and 
136,079,344 in July as against 171,909,316 in July, 1931, 








Oct 
—_—_— 


(Dig 


for 
witl 
to I 
to I 
604§ 
of 1 


to I 
unc 
out 
Civ. 


ing, 
pur 
mel 


poli 


wit 
as | 
art. 


tral 
dis 
ma 
and 
Tex 
—Ii 


inte 
fea 


line 
cril 
oil 

11j, 


rie! 
spe 
sur 


of | 
tio! 
res 


(2r 


cor 
go\ 


hel 
ant 


ani 
cit’ 
she 


cal 
rig 
thi 
Ibi 


be 
or 










isi- 
le, 
ui- 
ed 


al. 
is- 
D7, 
ct 
at- 


a8, 
er 
7S. 
in 
a- 
a. 


8. 
on 


nt 
le 


wat te ORBetwm fi 


= 


~~ Tt 






October 1, 1932 


> e @ 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 


1932, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, W. D. Texas, Austin Division.) Penalties 
for violating act requiring pipe line companies to purchase gas 
without discrimination between producers held so extreme as 
to make legal remedes inadequate and justify resort to equity 
to restrain operation of act (Vernon’s Ann. Civ. St. Tex., art. 
6049a). (Texoma Natural Gas Go. vs. Railroad Commission 
of Texas et al., 59 Fed. Rep. (2nd) 750.) 

Act requiring both common and private pipe line carriers 
to purchase gas without discrimination between producers held 
unconstitutional as taking private property for public use with- 
out just compensation (Const. U. S. Amend. 14; Vernon’s Ann. 
Civ. St. Tex., art 6049a).—Ibid. 

Pipe line companies, engaged exclusively in producing, sell- 
ing, and transporting gas in and from Texas for delivery to 
purchasers in other states, held engaged in “interstate com- 
merce” (Const., art 1, Sec. 8).—Ibid. 

State cannot burden interstate commerce under guise of 
police regulation.—Ibid. 

Act requiring interstate pipe line carriers to purchase gas 
without discrimination between producers held unconstitutional 
as interfering with and burdening interstate commerce (Const., 
art. 1, Sec. 8; Vernon’s Ann, Civ. St. Tex., art. 6049a).—Ibid. 

Act requiring pipe line carriers, producing, selling, and 
transporting gas under prior contracts, to purchase gas without 
discrimination between producers, held void as forcing them to 
make new contracts, contrary to contract clauses of federal 
and state Constitution (Const. U. S., art. 1, Sec. 10; Const. 
Tex., art. 1, Sec. 16; Vernon’s Ann. Civ. St. Tex., art. 6049a). 
—Ibid. 

Business of dealing in gasoline is not affected with public 
interest so as to authorize state legislature to fix prices.—Ibid. 

Unconstitutionality of part of act does not necessarily de- 
feat or affect validity of remaining provisions.—Ibid. 

Unconstitutionality of portions of statute, requiring pipe 
line carriers to purchase gas from other producers without dis- 
crimination, held not to affect portions respecting purchase of 
oil (Vernon’s Ann. Civ. St. Tex., art. 6049a, Secs. 1-8aa, 11, 11a-h, 
11j, 13).—Ibid. 





(Circuit Court of Appeals, Seventh Circuit.) Common car- 
rier’s contract to furnish cars to shipper on certain day or for 
specified period without tariff provision therefor is void. (Con- 
sumers’ Mut. Oil Co. vs. E. Schaff, 59 Fed. Rep. (2nd) 730.) 





(Circuit Court of Appeals, Tenth Circuit.) Determination 
of rate applicable to interstate shipment presents judicial ques- 
tion for court in first instance, without requiring preliminary 
resort to Interstate Commerce Commission. (Chicago Great 
Western R. Co. vs. Farmers’ Shipping Association, 59 Fed. Rep. 
(2nd) 657). 

In determining meaning of railroad tariff usual rules of 
construction commonly applicable to statutes and contracts 
govern.—Ibid. , 

In construing statutes and contracts, effect should be given, 
if possible, to every word, phrase, clause, and sentence.—Ibid. 

Shipment of corn from Bondurant, Iowa, to Chicago, IIL, 
held governed by specific 18.5 rate provided in tariff schedule, 
and not by general provisions of another tariff.—Ibid. 





(District Court, D. Delaware.) While plaintiffs in suit to 
annul Interstate Commerce Commission’s order need not be 
citizens of state to show diversity of citizenship, they must 
show who or what they are. (Moffat Tunnel League et al. vs. 
United States, 59 Fed. Rep. (2nd) 760). 

Voluntary unincorporated associations do not have legal 
capacity to sue, unless given such right by statute.—Ibid. 

Voluntary, unincorporated associations must have legal 
right arising from legal interest, denial of which inflicts or 
threatens legal wrong, in order to sue, if otherwise capable.— 
Ibid. 

Suit to vacate Interstate Commerce Commission’s order can 
be maintained only by person showing legal right violated by 
order, with resulting actual or threatened legal injury, though 


The Traffic World 


PAGE 607 





he intervened in proceeding before Commission (Jud, Code Secs. 
212, 213, as amended (28 U. S. C. A., Sec. 45a) ).—Ibid. 

Though Interstate Commerce Commission has quasi judicial 
powers, its functions are administrative.—Ibid. 

Actionable legal interest and resultant injury are not pre- 
requisites to right to intervene before Interstate Commerce 
Commission (Jud. Code, Secs. 212, 213, as amended (28 U. S. C. 
A., Sec. 45a) ).—Ibid. 

Voluntary unincorporated associations, representing social 
and civic groups of persons, regarding Interstate Commerce 
Commission’s order, authorizing railroad company to acquire 
stock control of another such company, as detrimental to public 
interest in sections wherein they reside, held not entitled to 
maintain suit to annual order, though they were entitled to 
and did intervene in proceedings before Commission (Jud. 
Code, Secs. 212, 213, as amended (28 U. S. C. A., Sec. 45a)). 
—Ibid. 

Plaintiffs in suit to annul Interstate Commerce Commis- 
sion’s order cannot complain of examiner’s exclusion of evi- 
dence offered by other interveners in proceeding before Com- 
mission.—Ibid. 

Interstate Commerce Commission examiners’ exclusion of 
evidence on other questions than public interest involved in 
railroad company’s proposed purchase of another such com- 
pany’s stock held not prejudicial to rights of unincorporated 
associations suing to annul Commission’s order authorizing pur- 
chase, though deferring their hope of early extension of seller’s 
road.—Ibid. 

Whether order allowing acquisition of one railroad by an- 
other is in public interest is solely for Interstate Commerce 
Commission, but court may consider whether order is sup- 
ported by evidence in suit to annul it. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
” published by West Publishing Co., St. Paul, Minn. Copyright, 
1932, by West Publishing Co.) 





(District Court, E. D. New York.) Owner of tug and barge 
held entitled to recover damages arising from charterer’s im- 
proper hoisting of materials onto vessels from car floats. (Con- 
ners Marine Co. vs. McClintic-Marshall Co., 59 Fed. Rep. (2nd) 
758.) 

Owner of tug held not entitled to recover damages resulting 
from its representative’s obedience of charterer’s orders re- 
specting shifting of anchors. 

A provision of the charter party permitted owner to ignore 
orders likely to involve tug’s safety, but owner did not avail 
himself of his rights thereunder and made no formal protest, 
though captain of tug reported order to owner’s president, who 
had some casual talk with charterer’s representative.—Ibid. 

Charterer of barge, which collided with car floats because 
of master’s obedience to charterer’s orders respecting placing 
of anchors, held not liable for resulting damages, in view of 
charter provision permitting owner to ignore such orders.—Ibid. 

Owner, not charterer, of tug and barge held responsible 
for navigation thereof, where charter party placed master under 
charterer’s orders.—Ibid. 





(District Court, E. D. New York.) Evidence held to estab- 
lish that cargo of salted hides was improperly stowed, in that 
no brine was used as required by custom. (Katzenberg et al. 
vs. Lamport & Holt, 59 Fed. Rep. (2nd) 739.) 

Vessel was not liable for damages to hides resulting from 
failure to use brine due to directions of shipper’s agent (Harter 
Act, Sec. 3 (46 U. S. C. A., Sec. 192)).—Ibid. 

(District Court, W. D. New York.) Evidence in suit for 
damage to cargo of wheat held to show that ship was sea- 
worthy as to pupms, bulkheads, and valves. (Dreyfus et al. vs. 
Paterson Steamships, 59 Fed. Rep. (2nd) 824). 


FOR TWO-CENT POSTAGE 


Restoration of the two-cent rate of postage on first class 
mail is favored by a subcommittee of the House committee on 
post office and post roads, of which Representative Mead, of 
New York, is chairman. The subcommittee has directed that 
a bill be prepared providing for restoration of the two-cent rate 
and introduced the first day of the next session. The action was 
taken, said the subcommittee, in view of representations made 
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to it that the volume of mail business had declined since the 
three-cent rate became effective July 6 and the recent declara- 
tion of Postmaster General Brown that the two-cent rate should 
be restored as soon as the postal business warranted it, as 
well as because of a desire to build up the mails so as to pro- 
vide more revenue and employment in the postal service. 


PARCEL POST RATES 


“New postage rates on fourth class matter, commonly 
known as parcel post mail, will go into effect on October 1, 
1932,” says the Post Office Department. 

The readjustment of these rates was worked out in 1930, 
and in November of that year the Postmaster General requested 
the consent of the Commission to the modifications in accord- 
ance with the provisions of law for such procedure. The con- 
sent of the Commission was granted last February and by 
order of the Postmaster General of April 7, 1932, the new rates 
become effective October 1. 

This effective date was fixed in order that mailers might 
have ample time to change their catalogs, price lists and other 
literature accordingly. 

“Figures obtained by the Post Office Department in connec- 
tion with the data gathered for the purpose of determining the 
cost of handling the several classes of mail and special services 
performed by the postal establishment showed that, based on 
revenues and expenditures for the fiscal year 1930, parcel post 
mail was being handled at a net loss of approximately $15,-000,- 
000,” says the department. 

“These figures indicated that while there was a material 
loss on parcels carried within the first three zones, those going 
beyond the third zone were handled at a profit. The new rates 
are designed to equalize the rates and make the charges on 
parcel post mail more nearly commensurate with the cost of 
its handling, transportation and delivery. 


“There is no change in the rates on parcels for local de- 
livery. The increases per parcel on those weighing from 1 to 
10 pounds mailed to the first three zones will not exceed 2 
cents for the first and second zones and only 1 cent for the 
third zone; on parcels weighing from 11 to 20 pounds mailed 
to these zones the increase for zones one and two will not 
exceed 3 cents and for zone three will be only 1 cent. 


“On parcels going beyond the third zone the increases will 
not exceed 2 cents on any parcel, the increases being applicable 
only to parcels weighing less than 5 pounds. On parcels 
weighing more than this the rates will in most instances be 
reduced. 

“The new rates inaugurate an innovation in that for some 
zones they include a fraction of a cent, such fraction, however, 
being counted as a full cent in the total amount of postage on 
any one parcel. The new rates are: First and second zones, 
8 cents for the first pound or fraction of a pound and 1.1 cents 
for each additional pound or fraction thereof; third zone, 9 
cents and 2 cents, respectively; fourth zone, 10 cents and 3.5 
cents; fifth zone, 11 cents and 5.3 cents; sixth zone, 12 cents 
and 7 cents; seventh zone, 14 cents and 9 cents; eighth zone, 
15 cents and 11 cents. The postage on parcels mailed on rural 
routes for local delivery will be 2 cents less than at these 
rates, and 3 cents less when for other than local delivery. 

“Parcels may be mailed up to 70 pounds in weight and as 
large as 100 inches in length and girth combined. 

“The parcel post service has gradually grown since its es- 
tablishment on January 1, 1913, the number of parcels mailed 
having increased from 250,000,000 during the year 1912 to over 
one billion in 1923. However, in 1925 Congress took out of the 
fourth’ class parcels weighing 8 ounces and under and placed 
them in the third class. Consequently, in the following years 
there was an increase in the number of pieces of third-class 
mail and a less number of parcels of fourth-class matter, the 
number of fourth-class parcels in 1930 being a little over 837,- 
000,000. During the last few years there has been some falling 
off from this number, there having been 765,000,000 for the 
year 1931. 

“While the new rates are expected to raise additional rev- 
enue from fourth-class or parcel post mail, the increases are 
not great in any case and the decreases are quite substantial 
for the heavier parcels to distant zones, and these, together 
with the increased limits of size and weight, make the parcel 
post facilities available for traffic not formerly moved by mail, 
if at all. The new rates will still be very reasonable, and the 
parcel post will continue to be a most attractive and economical 
means available to all patrons of the postal service for ship- 
ping parcels up to 70 pounds in weight. 

“The department’s Circular III shows the new rates and 
the exact postage on any parcel weighing from 1 to 70 pounds 
for any zone. This circular may be had by addressing the 
Third Assistant Postmaster General, Division of Classification. 

Effective October 1, parcel post packages addressed for 
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delivery in Argentina, Bolivia, Brazil, Chile, Colombia, Costa 
Rica, Dominican Republic, Ecuador, Guatemala, Honduras (Re- 
public of), Mexico, Panama, Paraguay, Peru, Salvador (El), 
Spain, and Uruguay, will be subject to the postage rate of 15 
cents for the first pound or fraction thereof and 11 cents for 
each additional pound or fraction, plus a surcharge of 5 cents 
a parcel, according to the Post Office Department. 


FRISCO RECEIVERSHIP SUITS 


United States District Judge Faris, Sept. 23, dismissed the 
first of the two receivership suits against the St. Louis-San 
Francisco Railroad (that brought by Charles and Dora R. Gans, 
of Baltimore). The plaintiffs in the second receivership suit, 
still pending, have withdrawn the name of Guy A. Thompson 
as an individual defendant, as they learned that he had been a 
director in the company for only a few months, and therefore, 
could not have been a party to the allegations. 

Judge Faris brought out in his opinion that the railroad had 
not defaulted on any obligations, business conditions probably 
were improving, but surely could not become worse; the rail- 
road should have a chance to work out of its financial difficul- 
ties; if business did not improve, many railroads would be 
forced into receivership; if the situation of the Frisco did not 
improve, the owners of its bonds and stocks would still have 
the opportunity of recourse to court; the public interest in 
railroad securities was farflung; and it was “better not to rock 
the boat.” 

As to the general status of the railroads he said this: “It 
requires no prophet to appreciate that, unless a change for 
the better in business shall shortly come, many, if not all, the 
railroads, regardless of economies, will be forced into receiver- 
ships. If, by hope and large loans, which up to now have largely 
sufficed, receiverships may be presently avoided, without seri- 
ously impairing substantial interests, this ought to be done. 
The less the boat is rocked, the less will be the danger to all 
business.” 

He commented on the extent of rail investments as follows: 
“Bonds and securities of railroads have a farflung distribution 
in use and ownership. They appear as rainy-day savings of the 
poor and as investments of the rich. They are used as col- 
lateral to secure manifold debts and obligations. They are held 
by corporate entities and individuals. They are used by insur- 
ers of property, life, limb and fidelity to back up guaranties of 
future faithful performance, and a major financial catastrophe, 
through which a large part of such securities should be rendered 
next to worthless, would well nigh submerge and destroy the 
financial setup of this nation.” 


LESS COMPETITION FOR CANADA 


Elimination of “wasteful competition” of principal railway 
systems in Canada is urged in a report by the Royal Commission 
on Transportation, formed November 20, 1931, to investigate 
the whole problem of transportation in Canada. 

Other features in a summary of the report include: Estab- 
lishment of an arbitral tribunal to insure co-operation; main- 
tenance of the identity of the Canadian National and the 
Canadian Pacific railroads; administration of a national system 
by three trustees instead of the present seventeen directors; 
Canadian National deficits to be financed by government appro- 
priations, instead of issuing railway securities; more economical 
operation of the Canadian National; protection of the Canadian 
Pacific from unfair competition. 

Premier Bennet said the full report would be tabled in 
Parliament, October 6, and enacting legislation would be in- 
troduced. 

No reference was made in the summary to any proposed 
reduction in the capitalization of the national system, nor to 
motor bus and truck competition, but unofficial reports indicated 
that the latter questoin might be subject to provincial action. 

Discussion has been conducted in the Canadian press for 
some time over merits of various schemes designed to bolster 
the fortunes of the two great Canadian railway systems, the 
Canadian National and the Canadian Pacific. 

Hearings of the Commission have been held in secret, and 
the complete report will be given to Parliament. 

Members of the commissions are Lyman Poore Duff; Lord 
Ashfield, London; Sir Joseph W. Flavelle, Toronto; Beaudry 
Leman, Montreal; L. F. Loree, New York; Walter Charles Mur- 
ray, Saskatoon; and John Clarence Webster, Shediac, New 
Brunswick. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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October 1, 1932 


COOLIDGE TRANSPORT INQUIRY 


The Traffic World New York Bureau 


Formal announcement of the details of the non-partisan 
railroad commission, whose chairmanship former President 
Calvin Coolidge has accepted, was made Sept. 27 by Walter 
Bennett, president of the Emigrant Industrial Savings Bank, 
who is also a member of the railroad committee of the Na- 
tional Association of Mutual Savings Banks. 

Mr, Bennett said the commission had held no meetings, but 
would organize soon and obtain the information necessary for 
its purposes from railroad managements, shippers, agricultural 
interests, the labor brotherhoods and other interests concerned 
with the transportation industry. 

Mr. Bennett said: 


The following named committee of well known citizens has been 
invited to survey the transportation situation in this country and 
to report such recommendations for relief and betterment as may 
appeal to the committee as wise: Calvin Coolidge, chairman; Ber- 
nard M. Baruch, vice chairman; Alfred E. Smith, Clark Howell, of 
Atlanta, and Alexander Legge, of Chicago. 


A list of life insurance companies and other organizations 
sponsoring the committee was given as follows: 


The National Association of Savings Banks; Metropolitan Life 
Insurance Company; Equitable Life Insurance Society of the United 
States; New York Life Insurance Company; Mutual Life Insurance 
Company of New York; Home Life Insurance Company; Prudential 
Insurance Company of America; Mutual Benefit Life Insurance 
Company; Connecticut Mutual Life Insurance Company; Phoenix 
Mutual Life Insurance Company; Connecticut General Life Insur- 
ance Company; Aetna Life Insurance Company; John Hancock Mu- 
tual Life Insurance Company; Phoenix Insurance Company; Hart- 
ford Fire Insurance Company; Hartford Accident and Indemnity 
Company; National Fire Insurance Company of Hartford; Aetna 
Insurance Company; Continental Insurance Company; Fidelity-Phe- 
nix Fire Insurance Company; American Eagle Fire Insurance Com- 
pany; Maryland Insurance Company; First American Fire Insur- 
ance Company; Fidelity and Casualty Company of New York; Har- 
vard University, Yale University, Columbia University, University 
of Chicago; Railway Business Association; Investment Bankers As- 
sociation of America. 


“The letter of invitation,” the statement continued, “ex- 
tended by the foregoing organizations and in effect constituting 
the committee’s terms of reference is as follows: 


The present financial position of the railroads of the United 
States is a matter of grave concern. Collectively the greatest and 
most important industry of our country, the railroads have operated 
in this year at staggering deficits. Only wise and timely federal 
aid has averted the financial breakdown of important systems. 


This situation touches every citizen. It affects directly the 
security of wage and employment of the 1,500,000 railway workers. 
It affects equally the many and important industries supplying railway 
equipment and supplies. It touches the financial problem of local, 
state, and national government, to the support of which the rail- 
roads contribute over $300,000,000 annually in taxes. It has given 
rise to a severe decline in the value of the $19,500,000,000 of railroad 
obligations and shares, and has occasioned concern to institutions 
which hold such obligations among their assets, representing in part 
the savings of that thrifty portion of our population which is to be 
found among the policyholders of insurance companies and the 
depositors in savings banks. The relief that the present emergency 
has made it necessary to grant to the railroads is a drain on the 
federal treasury, and any ultimate loss will constitute a burden on 
every taxpayer. 


The present deplorable position of the railroads is not due wholly 
to the stagnation of traffic resulting from the long-continued de- 
pression. Many of the present ills are due to governmental, financial, 
labor and management policies, some wrong in conception, some 
pete Fins application and others rendered obsolete by radically changed 
conditions. 


There are many disagreements as to causes, many disagreements 
as to remedies, but unanimous agreement as to the urgent necessity 
of some thorough going solution of the problem. No solution, how- 
ever, will be effective unless the problem of the railroads is con- 
sidered as an integral part of the entire transportation problem of 
_ United States, whether by rail, highway, waterway, pipeline or 
air. 


Every industry in the country is entitled to fair treatment— 
the railroads no less than the others. The public interest must 
certainly be protected, but regulation should not place the railroads 
at a hopeless disadvantage with competing agencies and destroy flexi- 
bility of operation and management initiative. The railroad workers 
are entitled to fair wages and the greatest possible security of 
employment. The holders of railroad securities are entitled to a 
fair and stable return on the true value of their investment. 

But more important than the interests of any one group, the 
people of the United States are entitled to the most effective and 
economical form of transportation to meet their various needs, 
whether by land, water or air. Each form of transportation should 
be unhampered to provide effectively at a reasonable cost and at 
a fair profit the service for which it is best fitted. No form of 
transportation should be favored either at the pence of another 
agency or at the ultimate expense of the people of the United States. 

We, the undersigned organizations, representing many of the 
interests concerned, believe that there is no more important present 
task than a thorough and satisfactory solution of the railroad problem, 
as an integral but the most urgent part of the entire transportation 
problem. We beg that you examine all phases Of the problem and 
recommend a solution which, with due regard for the public interest, 
will insure an opportunity for the railroads of this country to operate 
on a business basis, to the end that there may be a stabilization 
in employment of wage earners and in the values of investments 
made in behalf of insurance policyholders and savings bank de- 
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positors, and a general enhancement of the prosperity of the railroads 
and of the many lines of business which, in turn, depend upon them, 

Mr. Bennett, in behalf of the organizations sponsoring the 
committee, said: 

“The acceptance by the distinguished group of citizens 
making up this committee constitutes, in the judgment of the 
organizations which have extended the invitation, perhaps the 
most important development that has taken place for some 
years relative to questions having to do with transportation. 
It should be understood that the hundreds of thousands 6f pri- 
vate investors, the savings banks which represent the savings 
of millions of people, the great life insurance companies and 
others who join in this appeal for a fresh survey of the situa- 
tion, are not special pleaders in the sense of asking favors in 
behalf of railway investments. On the contrary, they realize 
that the present grave situation of the railways is due at least 
in part to certain defects which railway management itself 
should have undertaken to correct. 

“For this reason the committee is asked to make its sur- 
vey as complete as possible, and to extend its inquiry with the 
utmost thoroughness into cause and effect throughout the 
whole field of transportation of which the railroads are only a 
part—even though the most important single part. Any exam- 
ination of the country’s transportation system must necessarily 
be conducted with an eye to the interests of the country as a 
whole, such interests being obviously those of the shipper, of 
labor and of capital. 

“The hope is that a careful survey of the transportation 
industry may serve to point out remedies which, if adopted, 
will assist in the improvement of general business conditions 
throughout the country as a whole. The railroads are not only 
the largest employers of labor in the country, but in addition 
they constitute the largest single class of purchasers from other 
industries, so that, directly and indirectly, any substantial im- 
provement in the status of the railroad carriers should have a 
stimulating effect of great importance throughout industry as 
a whole. 

“The acceptance of the task of survey by the members of 
the committee is manifestly an act of great public spirit, in 
line with the service already rendered to their country by these 
eminent citizens. The very fact that they are willing to under- 
take the serious work and responsibility involved is a guaran- 
tee that the survey will be carried through with intelligence 
and completeness. And it must be obvious that any conclu- 
sions reached by a body enjoying such high repute for fairness, 
and probity will command the instant attention of both the 
public and the legislative authorities.” 


Officers of the National Industrial Traffic League indicated 
interest in the suggestion that a commission of disinterested 
men, headed by former President Coolidge, make an investi- 
gation of the railroad situation and recommend measures for 
improving it. Herman Mueller, president, and George A. Blair, 
chairman, of the executive committee, wrote Mr. Coolidge, say- 
ing that they noted with gratification that he would accept 
leadership of such a commission, and tendered the cooperation 
of the League, an organization composed of shippers. It is also 
said that rival interests to the railroads were sounded out on 
the appointment of the committee and indicated their approval 
of its formation. These interests were understood to include 
pipe lines and highway transportation systems. The interstate 
Commerce Commission is also understood to have been in- 
formed of the formation of the committee. 


GOVERNMENT IN TRANSPORTATION 


The substantial extent to which the federal government is 
engaged in enterprises that compete with private enterprises 
directly or indirectly engaged in the transportation field is out- 
lined in an appendix to a report of a special committee of the 
Chamber of Commerce of the United States opposing govern- 
ment competition with business, made public by the board of 
directors of the chamber. 

“The federal government,” says the committee, “should not 
engage in any form of business or service except for purposes 
limited to those clearly necessary in the proper administration 
of governmental functions which are pursuant to the provisions 
of the Constitution.” 

The committee emphasizes what it calls the unfairness of 
government competition because of peculiar advantages which 
the government enjoys as against the private firm or corporation. 

“The government’s operations,” says the report, “can be 
and are carried on without regard to the elements of profit or 
loss, which are unavoidable factors in private business. The 
government can, and does, furnish the funds which are employed, 
largely from taxation, without requiring or expecting payment 
of interest, let alone dividends, out of business. Public property 
used by the government in business is free from any burden of 
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federal taxation and is removed from taxation by the state, 
county and town in which it is situated. Allowances for de- 
preciation are usually disregarded. 

“It is obvious therefore, that in any field of business in 
which the government chooses to enter, private business will be 
proportionately eliminated—not by reason of the relative merits 
of the two forms, but because of the unfair advantages received 
by the former. In principle, unless our people are prepared in 
a given field, be it broad or narrow, to have the government do 
all the business, they should not permit the government to enter 
that field at all, except in the case of national emergency, and 
then for the duration only of the emergency.” 

“If under any circumstances,” says the committee, “the 
government engages in any form of activity in competition with 
private enterprise, or in substitution for private enterprise, it 
has an obligation to ascertain exactly and completely the true 
costs and make them promptly and readily available to all mem- 
bers of the public. 

The “true costs,” the committee says, would include debits 
on account of capital charges, depreciation of plant and over- 
head costs; and full allowance for the loss to the federal gov- 
ernment in taxes and for the taxes of which state and local 
governments are deprived. 

“Every association of business men and every other field 
of interest that has sought activities upon its behalf, not in 
themselves properly governmental in nature, should withdraw 
its advocacy and support and itself should at its own cost pro- 
vide for such of these activities as are warranted,” says the 
committee. 

If the principles suggested by the committee were applied, 
the report states, there would be gains of first importance from 
the public point of view and would include: 


States, counties, and cities would have increases in receipts by 
millions of dollars, not merely by reason of elimination of present tax 
evasion but to a much og oy extent because of receipts from taxes 
paid by private enterprise in producing the services and goods now 
produced by the government. As no inventory even of the federal 
government’s real estate has been prepared, there is lacking a basis 
for estimating accurately so much as the probable assessed value of 
properties that are now used in competition with private enterprise. 
As for the volume of services and goods which the government pro- 
duces for itself, and which private enterprise could properly furnish, 
* pee in recent years been running into the hundreds of millions of 

ollars. 

The federal government’s own tax receipts would increase by a 
substantial amount,—not only by reason of income tax but by reason 
of other taxes. 

The savings of the federal government in obtaining services and 
goods from private citizens would be very large, including savings in 
indirect costs which are now seldom noticed but which, nevertheless, 
are paid from the public treasury. 

Receipts of the federal government for several years from liquida- 
tion of properties, equipment, and investments which are not needed 
for governmental purposes could average a very large sum. 


In an appendix to the report descripticns of some of the 
activities of the federal government that were brought to the 
committee’s attention as activities which various fields of pri- 
vate American enterprise considered competitive are set forth. 
Those activities relating to transportation follow: 


Barge Lines 


Through a corporation set up for the purpose, and with the Sec- 
retary of War as its head and a commissioned officer as its general 
manager, the government operates barge lines for commercial pur- 
poses and in competition with private transportation enterprises, th 
by water and by land. These barge lines engage in ancillary services, 
such as warehousing, thus competing with private enterprise in that 
field. Apart from direct effect upon competing forms of transportation, 
these barge lines have had wide influence upon business centers and 
business enterprises the markets of which are determined by trans- 
portation costs. Advantages have been conferred upon some at the 
expense of others. Generally speaking, the markets of those nearest 
the barge lines have been expanded at the expense of the smaller 
inland centers. The effect upon commodities may be illustrated with 
sugar. The market for imported Cuban sugar has been extended 
largely at the expense of the beet sugar industry of the western states. 

If every other objection to this public enterprise were avoided 
there would remain elements of unfairness. Although stability in 
rates for transportation is essential for business using transportation, 
the barge lines may change their port-to-port rates without notice. 
When the barge lines undertake to give a competitive rate, they take 
no account of interest and taxes which competing private carriers 
must Since other facilities for transportation are ample, the 
barge lines represent duplicate facilities maintained at public expense. 

These barge lines are operated on the Mississippi and some of its 

rincipal tributaries, except the Ohio. The corporation operating the 
aes owns barges, tugs, terminal facilities, and a small railroad. th 
a total investment of $24,000,000, the corporation in 1931 had revenues 
of $6,220,000. 
Railroad Transportation 

The government owns considerable railroad equipment, partly for 
the’ purpose of obtaining from the railroads allowances on its ship- 
ments such as are given to private —— that furnish their own 
cars and partly for the purpose of avoiding charges for demurrage. 
For 1931 the quartermaster general of the army estimated savings 
—_ these sources in the amount of $442,000 on account of the army’s 
ta: cars. 

The government also operates several railroads, including a short 
line in Alabama owned by the Inland Waterways Corporation, the 
Panama Railroad, which ceased handling commercial shipments across 
the Isthmus when the Canal was opened, and the Alaskan Railroad. 
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In the Alaskan Railroad, which has about 400 miles of track, and 
has undertaken operation of incidental enterprises, like power plants 
and hotels, the government has invested approximately $57,000,000. The 
revenues have not met the payroll. Reasons ascribed by a Senate in- 
vestigating committee have included rates for freight and passengers 
much lower than those of privately owned railroads in Alaska and 
competition from vehicles operating on a parallel highway built by 
the government. 

The Panama Railroad Company, owned by the United States, has 
been developed into an agency through which the government oper- 
ates a steamship line, hotels, stores, electric power business, ranches, 
etc. The operation of the Canal requires the services of about one- 
fifth of the employes of the government at the Canal, the others be- 
ing engaged mostly in the business enterprises which have been 
named, and other such undertakings. The railroad company in 1930 
had capital stock of $7,000,000 and a surplus of $35,000,000. 


Inland Waterways 


The federal government expends upwards of $50,000,000 a year in 
construction, maintenance, and operation of inland waterways, pro- 
viding without charge facilities for boat lines to utilize in competition 
with other forms of transportation providing all of their own facili- 
ties at their own cost,—i.e., out of the rates they must charge to 
shippers. 

Highway Transportation 


Federal funds in large amounts have been used for highway con- 
struction which has made possible a great volume of interstate pas- 
senger and freight transportation not subjected to regulation com- 
parable to regulation imposed upon older forms of transportation and 
in substantial part diverted from these forms. During the post-war 
development of highways upon which federal funds have been used, 
upwards of 7,000 miles of railway have had to be abandoned, usually 
with residents along the lines objecting because of loss of service 
they considered essential. 


Communications 


Radio systems have been developed for naval and military pur- 
poses; they are now being used on a large scale for messages of rts 
of the government having no relation to naval and milita affairs, 
and for messages of private persons between some points, these uses 
being competitive with commercial telegraph, radio, and cable serv- 
ices. The War Department has made proposals to Congress that it 
should be authorized to sell the Alaskan communications system to 
private interests, but legislation for that purpose was not enacted. 


Parcel Post 


Since the war, the parcel post has been so extended, largely in 
competition with the express companies, that in 1930 the Post Office 
handled 837,000,000 pieces of parcel oy mail, averaging five pounds 
apiece, and the parcel post was 60.85% of the weight of all mail, al- 
though it produced but 22% of postal revenues. For this parcel post 
business the Post Office Department received $151,000,000. 

In the same year the number of pieces handled by express com- 
panies was 162,000,000, for which they received $132,000,000. After de- 
ducting all operating expenses and all items of overhead expense, in- 
cluding interest and taxes, the express companies had a net income 
of $105,000. After deducting only operating expenses, the Post Office 
Department had a deficit of $15,000,000. 

But the true costs to taxpayers of this form of competition are 
much larger than the reported operating deficits. The increase in 
the parcel post has required larger quarters for postal operations, and 
there has been increase in both expenditures for leased quarters and 
for construction of new buildings. In one city expenditure for rent 
of $7,000 in 1920 became later $120,000 a year. In another city the 
lease of a garage for postal vehicles, mostly required for parcel post, 
has been $23,000 a year. In a large city a parcel post building has 
been considered necessary, costing $11,000,000, and a post office gar- 
age to cost $9,500,000. 

Steamship Lines 


Aside from the government’s ownership of vessels through the 
Shipping Board, which has in course of execution a policy for termi- 
nation of this ownership, the government owns pe operates three 
shipping services—the Panama Railroad Steamship Line, the army 
transport service and the navy transport service—all engaged in com- 
petition with privately owned and operated American vessels at a 
time when the government is encouraging the construction of com- 
mercial vessels through loans from a special construction fund and 
through mail contracts. 

The Panama Railroad “geek four steamships, chiefly between 
New York and the Canal. ormerly, it operated vessels also to the 
Colombian and Ecuadorean west coast ports, but these services ‘have 
been discontinued. For the four vessels the steamship line has had 
no capital cost. They were bought originally out of appropriations 
for the canal and their original cost is assumed to have been ab- 
sorbed in savings in carrying cement, etc., for the canal. 

These vessels carry government ee the canal, the army, 
the navy, etc., at 25 per cent below the commercial rate and any 
commercial vessels getting government freight have to give the same 
concession. They are also used to carry government employes to 
and from the canal at a cost to the employes calculated to cover 
only the cost of meals. In 1931 they carried about 6,600 employes and 
around 1,200 commercial passengers, the latter paying a fare calculated 
on a commercial basis. In the same year these vessels carried 
163,000 tons of freight, of which 102,000 tons were for private ship- 
pers paying rates on a commercial basis. 

The transport service of the army uses ten steamships. Operat- 
ing costs in 1931, as reported, were $3,831,000, including $337, for 
shore stations, but these costs did not include all items of over- 
head. Gross earnings were stated to be $7,403,000 by estimating 
commercial rates upon the transportation that was afforded. It is 
alleged that if commercial practice had been followed in all respects, 
in making shipments, either costs would have been much higher or 
“earnings’’ much lower. To army personnel traveling at their own ex- 
pense, transportation was furnished for a total of $140,000; at com- 
mercial rates the cost would have been $328,000. 

The naval transportation service in 1931 consisted of nine vessels 
—three tankers, three cargo steamers, one ammunition ship, and two 
transports. The two transports operated between the two coasts, 
ca ng officers, enlisted men, and freight, and the two cargo vessels 
operated chiefly between the two coasts. 


Supply of Ships 


At the Panama Canal the government operates an extensive 
business for selling to commercial vessels all items of ship chandlery 
and other supplies, including groceries and meats, these sales often 
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being in competition with business concerns in United States ports 
at which the same vessels touch. 


Bunkering Business 
At the Panama Canal the government operates a business for 
bunkering vessels, including commercial vessels, with fuel; in 1931 
sales of coal were 169,000 tons. 


Warehousing 

Buildings and other facilities acquired chiefiy for war purposes 
are leased for warehousing and similar uses in competition with 
like properties of a commercial nature. At the Panama Canal ware- 
housing ‘‘for orders’ is undertaken, this being a service to private 
concerns in the distribution of their goods. 

From seven former army bases at ports, the Merchant Fleet 
Corporation, controlled by the Shipping Board, received in 1931 rents 
of = In 1930 the war department had receipts from leases of 
131,000. 

‘ The withholding of some of these properties from taxation not 
only has effects upon competitors but has worked hardshi upon 
local communities dependent, during earlier private ownership, upon 
the properties for a substantial portion of their revenues from taxa- 
tion. 

Insurance of Parcel Post 


The post office department undertakes insurance of parcel post. 
For 1931 postal officials placed receipts on account of insurance 
premiums at $7,613,000, and expenditures at $10,655,000. 

Marine insurance is written by the Shipping Board upon private 
vessels in which the board has an interest—vessels which were sold 
by the board and on which there is a purchase-money lien and ves- 
sels constructed in part with money from the construction loan fund 
—as well as vessels owned by the board. The reserve for this pur- 
pose accumulated by the board is a fund of $8,600,000, partly out 
of receipts from sales of vessels. Insurance outstanding in 1931 
upon privately owned vessels aggregated $60,724,000. In 1931 the 
total of all premiums id to American companies and funds for hull 
insurance was $23,764,000, of which $2,916,000 was the part paid into 
this fund of the Shipping Board. 


Navy Yards 

Originally intended, with their dry docks and marine railways, 
to provide for repairs of naval vessels, have been expanded with 
shops, ways, and equipment until many of them are great industrial 
enterprises prepared to construct the largest and most complicated 
war vessels. The investment in the yards now exceeds $300,000,000. 
This industrialization has reached a point where appropriation bills 
for the naval establishment—properly the fleet-—commonly provide that 
money can be expended under contracts with private American con- 
cerns only when an article cannot be made, or the work done, in a 
navy yard or naval arsenal without appreciable increase in cost to the 
government. There has been an increasing tendency in Congress, 
by reason of the extent of these government-owned industrial plants, 
to require that naval vessels authorized for construction should be 
built in the yards. 


Repairs to Railroad Equipment 


Both the army and the navy own railroad equipment. The army 
has 1,164 pieces of such equipment, including 77 locomotives, 55 pas- 
senger cars, 233 flat cars, 399 tank cars, etc., and it undertakes the 
repairs of this equipment with facilities it has acquired and workmen 


it hires. , 
Dry Dock and Marine Repairs 


At the Panama Canal the government offers dry dock facilities 
and marine repairs for merchant vessels, at times even drawing 
business from ports of continental United States; receipts in 1931, 
largely from American vessels, were $3,332,000. 

Airplane Compasses 

The naval observatory has been engaged in making compasses 
for airplanes. 

Ship’s Service Stores 


From canteens and ship’s stores, needed to meet the incidental 
requirements of men on naval vessels at sea and in foreign ports, 
and at isolated naval stations, has been developed a system of ship’s 
service stores and commissaries engaging in competition with mer- 
cantile establishments and other forms of business enterprise. 


The members of the committee signing the report are: 
Henry D. Sharpe, president, Brown and Sharpe Manufacturing 


Company, Providence, R. I., chairman; Bolton S. Armstrong, - 


president, Mabley & Carew Co., Cincinnati, O.; Hiram 8S. Cody, 
president, Cody Realty & Mortgage Co., Asheville, N. C.; Edward 
C. Crossett, lumber manufacturer, Chicago, Ill.; William C. Dem- 
ing, president, Tribune Publishing Co., Cheyenne, Wyo.; Homer 
L, Ferguson, president, Newport News Shipbuilding & Dry Dock 
Co., Newport News, Va.; George C. Miller, president, Dodge 


. Manufacturing Corporation, Mishawaka, Ind. 


Protest against what he said was the monoply of the gov- 
ernment in coal distribution in the Panama Canal Zone, through 
the operations of the government railroad, was made to the 
Shannon committee of the House by Representative Huddleston, 
of Alabama. This monoply, he asserted, discriminated against 
coal producers of Alabama. 


CHANGES IN DOCKET 


Hearing in Fourth Section Application No. 14816, Sugar 
from Colo., Neb., Wyo., Utah et al., set for Sept. 27 at Wash- 
ington, D. C., was omitted by mistake from the docket as pub- 
lished last week. 


Hearing in No. 25395, Llanerch Lumber & Coal Co. vs. Pennsyl- 
vania R. R. et al., assigned for September 30, at Washington, D. C., 
before Examiner Williams, was canceled. 

Hearing in Fourth Section Applications No. 14806 filed by Agent 
Curlett, Van Ummersen, Jones, and Sedgman and Fourth Section 
Application No. 14820, of Agent Curlett, assigned for September 28 
at Washington, D. C., before Examiner Boat, was canceled. 
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TRANSPORTATION REFERENDUM 
The Trafic World Washington Bureau 


Preparation for a referendum of its members on a report 
of its special committee on railroads recommending adoption 
of transportation policies designed “to put the railroads, as 
the major essential element of our national transportation sys- 
tem, on a sound basis such that they will be able to maintain 
their credit, protect their workers, and continue to render the 
needed service to the public in both good and bad times,” was 
being made this week by the Chamber of Commerce of the 
United States. 

The referendum was ordered by the board of directors of 
the chamber following submission of the report. It is ex- 
pected that the referendum will be completed before Congress 
convenes December 5, and that the results thereof will be 
available for use before congressional committees considering 
proposed transportation legislation. 

Recommendations of the committee on which the members 
of the chamber will vote embrace proposals for proper financial 
stabilization of the railroads; revision of sections 15a and 19a 
of the interstate commerce act relating to rate-making, recap- 
ture and valuation; simplification and economy of regulation; 
railroad operation on waterways and highways; equality of 
opportunity for competing forms of transportation; regulation 
that will permit prompt establishment by railroads of new rates 
to meet competition of other forms of transportation; relief 
for rail lines from present administration of the long-and-short- 
haul clause; revision of rates by railroads; changes in the law 
pertaining to award of reparation to shippers, and relief for the 
Commission by permitting it to delegate authority to commis- 
sioners and employes. 


“The railroads,’ says the committee report, “performing as 
they do more than three-fourths of the total internal transpor- 
tation of goods in the United States (exclusive of Great Lakes 
traffic) and a considerable portion of the transportation of per- 
sons, have been, are today and will continue to be the primary 
transportation agency in the United States on which practically 
every community is dependent for its welfare. No form of 
transportation has been devised which can economically serve 
as a substitute for railroad transportation in its essential 
services. 


“The public interest in policies which will preserve the 
solvency of the railroads and establish their credit on a sound 
basis for the future lies not only in the imperative need for 
adequate railroad service but also in the large holdings of rail- 
road securities by the fiduciary institutions of the country.” 


As an essential part of its plan to rehabilitate the railroads, 
the committee emphasizes the need for modifying the present 
rigid government regulation of the carriers. The committee 
would hand back to railroad managements a large part of the 
responsibility of which they have been gradually divested by 
law and regulations. 

“The fact of the matter,” the report says, “is that wise, 
economical and efficient management is not advanced, but hin- 
dered, by a rigid regulation. The wisest, most economical and 
efficient management, with railroads as well as other business 
organizations, is where the responsibility for the operation and 
the earnings of a property rest upon the management, whose 
responsibility may not be shifted to some regulating commis- 
sion.” 

Specifically, the committee proposes the stabilization of 
railroad credit by allowing the carriers greater flexibility in 
earnings according to business conditions, a revision of the 
rule of rate-making and repeal of the recapture clause of the 
interstate commerce act, simplification of regulation and elimina- 
tion of unnecessary interference with road management, and the 
adoption of measures that will enable the railroads to adapt 
their organizations and operations to economic conditions and 
give them fair opportunity to meet the competition of other 
forms of transportation. 

The report was formulated by a committee of twelve busi- 
ness leaders, including shippers, industrialists, bankers, and 
railroad executives. F. C. Dillard, Sherman, Texas, is the 
chairman. 

In advocating changes in the transportation act, 1920, the 
committee points out that the policies laid down by the act 
have not been realized. 

“The fair return on valuation contemplated by the act,” 
the committee says, “was never earned and few railroads have 
been in a position to accumulate adequate reserves. The re- 
capture clause of the act failed in its purpose to provide reserve 
funds for emergency assistance to the carriers. The consoli- 
dation of railroads, intended to assist in bringing the whole 
system to a more generally stable financial condition, has been 
greatly delayed. Furthermore, new problems have arisen due 
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to increased competition from other forms of transportation. 
As a result of these conditions, the railways were generally 
not prepared to meet the present business depression.” 

In the opinion of the committee, “consolidation will doubt- 
less be of assistance in promoting financial stability of the 
carriers, but the fact remains that some of the larger systems, 
already well advanced on their consolidation programs, have 


had to have recourse to the government for funds to meet 


their obligations in the present emergency. Adequate financial 
stabilization of railroads thus require other measures in addi- 
tion to consolidation.” 

The committee expresses the belief that proper financial 
stabilization of railroads, like other industrial operations, re- 
quires that they should have freedom of opportunity to make 
earnings in accordance with business conditions, reduce their 
fixed indebtedness, and establish adequate reserves. To this 
end, the committee suggests that it should be the objective of 
national transportation policies to permit and encourage reduc- 
tion of fixed indebtedness of railroads in more prosperous times 
and thus render unnecessary in future such extensive borrow- 
ings as have been essential and justified in the present emer- 
gency. 

Viewing the Class I railroads as a whole, says the com- 
mittee, it is obvious that current earnings are insufficient to 
preserve solvency. For 1931 the net income was only $134,- 
762,000 after meeting interest charges and rentals of $696,- 
463,000,” it continues. For the first six months of 1932 there 
was a net deficit of $127,384,000 after charges and rentals, and 
a forecast for the entire year of 1932 is that this deficit will 
reach at least $200,000,000, says the committee. 


Accumulation of Reserves 


In the opinion of the committee the difficulties of most 
railroads in times of business depression could be greatly less- 
ened by consistent application of a policy of reducing fixed 
debt in favorable times and accumulating proper reserves in 
available form to such extent as the situation of each road 
might permit. Continuing, it says: 


Responsibility for setting up reserves should be with management 
and not with the Interstate Commerce Commission, though the Com- 
mission must recognize and make possible their establishment. It 
may be argued that unless there is compulsion of law managements 
will not readily set up such reserves, but the general policy of legal 
compulsion would be another invasion of the field of managerial pre- 
rogative and against such invasion this committee has taken a defi- 
nite and unalterable position. 


Reserves permitted to be set up should be controlled by some 
general policy provision with respect to the manner in which such 
reserves shall Se held. Any reserve that may be tied up in fixed 
property are useless in times of depression, and in order to make 
them liquid for the purposes for which they are created they should 
be invested, in the judgment of the committee— 

1. In government bonds 

2. In sound municipal bonds in the territory in which the road 
operates 

3. In time deposits in banks 

4. In self-liquidating obligations of each road. 

The interest on reserve funds should be impounded with the 
principal. 

The extent to which reserves should be accumulated should rep- 
resent a proper percentage of bonded debt, and, notwithstanding the 
possible interference with the sale of stock or the conversion of fixed 
indebtedness, dividends should be withheld or reduced until some re- 
serve is accumulated. 

While present earnings, of course, do not offer the possibility of 
any immediate accumulation of reserves, it is reasonable to assume 
that this condition will not continue upon the return of normal busi- 
ness. It should, as already indicated, be a primary responsibility of 
the regulating authority to see that there is opportunity for sufficient 
earnings to assure future maintenance of adequate service, and this 
requires such earnings as will permit the establishment of adequate 
reserves in liquid form to tide over periods of business depression. 


Valuation and Rate Making 


Summing up its conclusions with regard to changes in the 
rule of rate making (section 15a), retroactive repeal of the 
recapture clause, and reduction of the valuation work, the com- 
mittee recommends: 


Section 15a of the interstate commerce act should be changed 
to provide simply that the Interstate Commerce Commission, in the 
exercise of its power to prescribe just and reasonable rates, shall 
give due consideration, among other factors, to the effect of rates 
on the movement of traffic, to the need in the public interest of ade- 
quate and efficient railway transportation service at the lowest pos- 
sible cost consistent with the furnishing of such service; and to the 
need of revenue that will yield a reasonable average return upon 
the property devoted to the public service and that will thus enable 
the carriers, under honest, economical and efficient management, 
to provide such service. 

Existing liabilities of railroads under the recapture clause should 
be canceled and moneys already paid in thereunder, including the 
gee of investment thereof, should be reimbursed to the respec- 
ive carriers. 

Section 19a should be changed to provide that, after completion 
of the original valuations, the Commission should be relived of the 
duty of bringing them down to date through such elaborate pro- 
cedure and in such detail as was required in the original valuations, 
but shall keep itself informed as to changes in railroad plant and 
may secure other information affecting valuations as it may deem 
necessary, 
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. It is the belief of the committee that, while these legislative 
proposals have, as their main object, the establishment of sound 
permanent policies, their adoption also would have beneficial 
effects in the present emergency. As proof of this, the com- 


mittee says the retroactive repeal of recapture would, without - 


any demand on the federal treasury, relieve the railroads of a 
total liability, as estimated by the Commission, of about $360,- 
000,000. The repeal of recapture for the future, the committee 
observes, would also favorably affect the financial prospects 
and credit of many carriers. 


Unnecessary Regulation 


Under the heading of “unnecessary and hampering regula- 
tion,” the committee says: 


The changes in the rule of rate making, retroactive repeal of the 
recapture clause and reduction of valuation work would be important 
steps in simplifying railroad regulation. We desire now to point out 
other features of present railroad regulation which appear to hamper 
managements unnecessarily, limit their opportunity to improve effi- 
ciency and impose unnecessary expense upon the taxpayer. 

The original purposes of railroad regulation were to see that rail- 
road rates should be reasonable and that railroad service as well as 
rates should be non-discriminatory. To the original simple regulation 
has gradually been added a multiplicity of requirements, partly by 
law and partly by regulation. Some of these are desirable and should 
be retained in the public interest. Many, however, were added on ac- 
count of a former monopoly character of the railroads which has since 
disappeared due to competition from other forms of transportation. 
Other features of the added regulation are believed to have been un- 
necessary in the first place and not to have contributed to the public 
well being. 

The total cost of regulation has also reached such proportions 
as to be cause for alarm. While for the forty-six years of its exis- 
tence up to June 30, 1932, the cost of the Interstate Commerce Com- 
mission totaled $125,000,000, that for the past ten years has amounted 
to almost $69,000,000, or an average of approximately $7,00,0,000 a 
year. The total cost of all state commissions regulating public utility 
companies as well as railroads averaged $6,000,000 during the years 
1923 to 1930. 

Unfortunately exact figures of the burden imposed on railroads 
and shippers are not available. Reference to one or two proceedings 
will indicate the extent to which parties concerned must go in pre- 
paring and presenting testimony and evidence. In the grain case, 
which was a part of the investigation under the Hoch-Smith resolu- 
tion, Docket 17000, over 50,000 pages of testimony were transcribed 
at public expense and an equal number of pages of printed briefs, ar- 
guments and pleadings presented. Hundreds of witnesses appeared, 
many of them highly paid experts. High salaried attorneys, econo- 
mists, statisticians and rate experts devoted their entire time for 
months to this case. The proceedings, in one form or another, ex- 
tended over the period from May, 1927, to April, 1931. It is again be- 
fore the Commission following an appeal to the Supreme Court. The 
ageregate of salaries, per diem, traveling expense, printing, rent of 
offices and all other outlays incident to this investigation would reach 
large sums. The cost, of course, was distributed among railroads, 
shippers, state commissions and the Interstate Commerce Commission. 
In view of the criticisms of the final order by shippers and railroads, 
the successful appeal by the latter to the Supreme Court and the re- 
consideration of the case now in progress, it is doubtful whether this 
great expenditure was justified. Similar investigations, sixteen in 
number, though not quite so extensive, have been conducted by the 
Commission in response to the Hoch-Smith resolution. 

In the period from 1927 to 1931, inclusive, the Commission dis- 
posed of 9,798 cases under formal procedure, held 7,049 hearings and 
took 1,254,403 pages of testimony. 


Approximately 150,000 tariffs are on file with the Commission. 
These are, of course, under constant revision. As indicating the 
extent of these changes, 110,420 tariff publications were filed in 1931. 
In additon, 1,319 publictaions were rejected. Correspondence concern- 
ing tariff matters involved the writing of 24,030 letters by the Com- 
mission and the receipt of 33,362 letters. The annual cost to the rail- 
roads of the compiling, res. filing and distribution of tariffs 
reaches many millions of dollars. Additional expense is incurred 
through the tariff requirements of the state commissions. 

Unnecessary or unduly elaborate regulation is not confined to 
rate questions. Appendix A gives a number of illustrations of this 
as applying to the development of containers, locomotive and car 
equipment, automatic train control and other mechanical improve- 
ments, which have tended to transfer responsibility from railway 
managements to the Interstate Commerce Commission. This has 
gone to such an extent that inventors of new devices frequently 
devote their main efforts to securing Commission orders making ap- 
plication of such devices mandatory. It also involves unnecessary ex- 
pense and time of railway representatives in connection with Com- 
mission investigations and hearings on such mattérs and tends to 
hamper railroad managements in prompt action. It likewise involves 
unnecessary expense upon the taxpayer and adds to the tasks of 
the overburdened Commissioners. It may be argued that the Com- 
missioners themselves give little time to such work, which is carried 
on 7 by employes, but the fact remains that members of the 
Commission do have to supervise the work and frequently participate. 
The main objection to such invasions of managerial functions, how- 
ever, is that the railroad executives are deprived of their proper re- 
sponsibilities and opportunities of management. 

There may have been a time when considerations of public safety 
justified Commission action in such matters, but, in view of the splen- 
did safety record of the railroads in recent years and their demon- 
strated readiness and initiative in adopting every practicable meas- 
ure for improvement of safety conditions, Commission intervention in 
such matters appears no longer necessary. The Commission itself, 
in the matter of automatic train control, seems to have recognized 
this by returning the responsibility to the railroads and it is believed 
that they can now well do this in regard to practically all matters 
affecting equipment and operating methods. he American Railway 
Association, through its extensive research and standardization pro- 
cedure, has accomplished remarkable results in this field and assures 
coordination of further efforts as well as the nec degree of 
uniformity in equipment and practices. This is proper and desirable 
self-regulation of industry. 

The examples given in Appendix A also illustrate how regulating 
authorities and even state laws have in some cases imposed upon 
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the railroads requirements as to equipment and operating methods 
desired by railway employes but largely unnecessary and uneconomic. 
This also harks back to a bygone day when there was less of common 
interest between railway managements and employes. Today, with 
the industry facing the necessity of every reasonable economy in 
order to meet competition of other transportation agencies and the 
lowest practicable rates to attract business, it is to the interest 
of railway employes as well as managements that the latter be 
given the fullest responsibility in such matters. 

‘A. similar situation exists in the relations between the railroads 
and shippers in regard to matters of service. This is also referred to 
in more detail in Appendix A. The regional shippers’ advisory boards 
organized and in operation since 1923 have provided effective ma- 
chinery for adjustment of difficulties in service matters and have 
practically eliminated any need for Commission action with ref- 
erence to service or maintenance of an organization under the Com- 
mission to handle matters in that field. 

In presenting these illustrations of unnecessary items of regula- 
tion of railway management which could be greatly reduced or en- 
tirely eliminated without disadvantage to the public, we have had in 
mind primarily the need for doing away with divided responsibility 
for the proper conduct of railroad transportation and restoring proper 
responsibility to railway managements. We have also in mind the 
necessity of relieving both managements and regulating commissions 
of a multitude of nonessentials if they are to devote themselves 
unhampered to their respective essential duties. Simple matters, 
when subject to regulatory processes, often become time-consuming 
in the extreme. We have in mind that, with the proper and increas- 
ing tendency of railway organizations to provide complete service 
by supplementing rail operations with those of other agencies of 
transportation and with the inevitable extension of some form of 
government regulation to those other agencies, there will be added 
burdens upon both railway managements and regulating authorities. 

While there will doubtless be differences of opinion as to the 
extent to which our suggestions should be applied, members of the 
Interstate CoMmerce Commission have in many respects shown that 
they are sympathetic to suggestions for simplifying railroad regulation. 
However, the very task of organizing to eliminate the unnecessary 
regulation requires time and effort which the Commission, with the 
other burdens upon it, seems reluctant to undertake. It is, never- 
theless, distinctly to the public interest that the unnecessary work 
now being performed by the Commission be eliminated. Where modi- 
fication of law is necessary to this end, it should promptly be sought. 
Where the influence of the Commission upon standardization of equip- 
ment or operating methods has been regarded as a reason for govern- 
ment regulation, we are confident that the same or better results 
can now be attained through the efforts of the American Railway 
Association. 

The committee considers that the time has come for the simpli- 
fication and economy of regulation both in the interests of efficiency 
and relief of burden upon the taxpayers; and that authority should 
be handed back to the railroads to manage their properties except 
as to matters essential to assure fair rates or public safety. 


Prompt Rate Changes 


Discussing the need for prompt rate changes to meet compe- 
tition the committee points out the restrictions to which the 
railroads are subjected by the law while their highway and 
waterway competitors are free to change truck rates and port- 
to-port rates at will. The committee says it is true that many 
railroad applications to apply new rates within less than the 
usual 30-day period have been granted by the Commission “but 
delays involved in filing and acting upon the applications make 
it impracticable for the railroads to meet the quicker rate 
changes of unregulated competitors.” Continuing, the commit- 
tee says: 


As already mentioned a fundamental interest of the shipper is 
in stability of rates so that he may be able to figure selling prices 
with reasonable assurance and without undue risk of loss. It is, 
tHerefore, desirable that rates of motor carriers and port to port 
rates of water carriers be stabilized through requirement of adherence 
to published schedules and reasonable notice of changes in so far 
as this may be practicable. This committee is not prepared to recom- 
mend at this time the detailed measures of such rate regulation 
for motor and water carriers. We do believe, however, that pending 
such stabilization of motor and water rates the railroads should 
be given the greatest’ practical freedom in meeting competition from 
the other forms of transportation. 


Railroad managements will realize that if rates are reduced 


unduly to meet other competition they will defeat ther own purpose 
by depleting the revenues of the railroads themselves. They will 
also realize that, under the law, if rates reduced to meet water com- 
petition, subsequent increase in such rates will not in general be 
permitted without a So showing as to fundamental changes in con- 
ditions other than the elimination of competition. It is, therefore, 
believed that railway managements can be me upon to avoid 
excessive reductions in rates to meet competition. 


Long and Short Haul Clause 


Another important respect in which the railroads are un- 
fairly hampered in their competition with other carriers is in 
the application of the long-and-short-haul clause of the inter- 
state commerce act, says the committee, which expresses the 
view that the economies of transportation require that the rail- 
roads be allowed to use available excess capacity at lower rates 
than apply to the service for which the facilities are primarily 
required. Continuing, it says: 


If the railroads aré not permitted to use their excess capacity and 
to meet competition at the ints where it presents itself, the result 
is merely to deprive the railroads of revenue which they otherwise 
would receive and which by motes all out-of-pocket costs and a 
portion of the fixed charges would tend to distribute more widely 
the burden for maintenance of the entire railroad plant. The users 
of railroad transportation at non-competitive points will not in the 
long run receive lower rates through refusal to allow the carriers 
to make the necessary rates to secure business at competitive points, 


The Traffic World 


PAGE 615 





provided always the rates are reasonably compensatory and give a 
net return to the carriers, 

Difficulties in the application of the long and short haul clause 
have chiefly been encountered in regard to the question as to whether 
or not proposed rates for any given distance or service are reasonably 
compensatory. As already mentioned this question is, under the 
present law, subject to determination by the Interstate Commerce 
Commission. Long and involved proceedings have been held on this 
point and in the final outcome there has often been merely a_ sub- 
stitution of the judgment of the Commission for that of the railway 
executives on a question which is not capable of definite proof and 
which is peculiarly one that should be left to the judgment and 
decision of experienced management. There is ample protection for 
the public through the provisions of the interstate commerce act 
prohibiting unjust discrimination and through the requirement of 
law already mentioned that rates lowered to meet water competition 
may not be subsequently raised after that competition ceases except 
upon a showing of changed fundamental conditions other than the 
disappearance of the competition. 


Concurrence With I. C. C. 


Concurrence with the views expressed by the Commission 
in its decision in the Fifteen Per Cent Case, 1931, as to the 
desirability of the railroad traffic departments addressing them- 
selves to the task of making such changes in rates on particular 
kinds of traffic as would, in their judgment, produce additional 
revenue and which could be supported as reasonable under 
existing conditions, was voted by the special committee. 

The committee said the railroads had set up special rate 
committees in each district and were giving careful considera- 
tion to desirable changes. It recommended that the necessary 
rate changes to the ends outlined be promptly put into effect. 

Dealing with reparation, the committee recommended that 
the periods within which claims for reparation must be filed 
or action to recover undercharges must be initiated should be 
shortened as had been recommended by the Commission. 

The committee also recommended that the law be changed 
to provide that reparation should be awarded only in case 
actual damage was established. 

As a measure of relief for the Commission, the committee 
recommended that the Commission be authorized to delegate 
powers to individual comissioners, with right of appeal to the 
full Commission, and to delegate powers covering matters of a 
routine character to boards of employes with right of appeal 
to the Commission. 

The committee said it had considered the question as to 
whether the power of the Commission to suspend rates should 
be eliminated. It said such action would transfer large re- 
sponsibilities from the Commission to the railroads and un- 
doubtedly result in adapting the rate structure more promptly 
and effectively to commercial requirements. It said there were 
certain difficulties which, while not insuperable, led it to refrain 
from recommending this step at this time. It said it believed, 
however, that the time might come when this action would 
be advisable and that effort should be directed to that end. 


In the appendix dealing with illustrations of unnecessary or 
excessive railroad regulation, the committee said that rapid 
development in the use of containers, detachable truck bodies, 
and trucks as an incident of rail transportation, called for 
prompt and diversified experimentation, not merely in physical 
handling but in rate making and extension of terminal services, 
At every turn, however, it said, such experimentation was ham- 
pered by tariff regulation and statutory provisions. 

Regulation requiring action by the Commission with respect 
to fire doors for locomotives, power reverse levers for locomo- 
tives, and automatic stokers was pointed to by the committee 
which expressed the opinion that such matters should be left 
to experienced railway management. Automatic train control, 
said the committee, might well have been left to management. 
Reference also was made to running boards on tops of freight 
cars, cab curtains on locomotives, hours of service inspection, 
and limitation on length of trains. The appendix continues as 
follows: 


The work of the Bureau of Service, an oranization of the Inter- 
state Commerce Commission originally created to deal with com- 
plaints from the public in car service matters, also seems to be largely 
unnecessary. It duplicates the work of the Regional yo Advis- 
ory Boards, which have been functioning effectively for 8 or 9 years, 
but its approach to the service question is quite different from that 
of the boards. It is a cardinal principle of advisory board procedure 
that no complaint will be handled until it has first been presented to 
the railroad involved. This insures an interchange of information and 
views between the parties prior to the intervention of any third party 
a policy that results in the satisfactory adjustment of a majority ot 
complaints. On the other hand the maintenance of a government 
bureau to receive complaints is not only unnecessary but is likely to 
stimulate complaints having slight foundation and in any event does 
not appear to be a proper governmental function 

The statistical work required by the Commission is in ny 
valuable and justified. It has been carefully surveyed by the of 
the Commission with the cooperation of the railway accounting offi- 
cers and officials of the American Railway Association and Bureau of 
Railway Economics. Care should, however, be continued not to allow 
— effort and money to be expended upon unnecessary statistical 
work, 

Various investigations have been wasteful of time and non-pro- 
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ductive of any beneficial result. While the authority should doubtless 
be left with the Commission to make any necessary investigations, 
if there should be evidence of abuse, such investigation should be re- 
stricted to cases where they are really justified. The attitude of the 
Commission has generally been in accord with the principle just stated, 
but there has in the past sometimes been a tendency in Congress to 
order investigations of various railroad matters regardless of the bur- 
den so placed upon the railroads as well as the Commission. 

In some respects there has been duplication between the work of 
federal and state regulatory bodies. It is gratifying to note that due 
to the cooperative efforts of these bodies such duplication has largely 
been eliminated at least in eastern territory. Continuous attention 
to this is however desirable. 


In another appendix the committee set forth the recent 
statement by R. H. Aishton, president of the American Rail- 
way Association, on railroad research activities. 

In discussing the benefits to be gained by permitting and 
encouraging railroad managements to adapt their organizations 
and operations to economic requirements, the committee points 
out many accomplishments of the railroads in these directions 
in the first few years and additional steps that the carriers are 
taking for economy and improved efficiency. “The railroad 
industry has largely ceased to be a monopoly,” the report says, 
“and must retain its position as the principal transportation 
agency of the country by adapting itself to the conditions as 
they exist. Railway labor should, in its own interest, recognize 
these facts and accept the necessary adjustment of wages, 
rules and working conditions.” 


Other Recommendations 
Other recommendations of the committee are: 


That railroads should be permitted to engage in transportation 
on the waterways and highways on an equal basis with other car- 
riers in similar transportation service. 

That government policies affecting transportation should give 
each competing form of transportation equality of opportunity to 
perform the service it can render most efficiently and economically. 

That federal and state authorities should allow prompt establish- 
ment by railroads of new rates to meet competition of other forms 
of transportation. 

That the long and short haul clause of the interstate commerce 
act should be amended so as to place upon the rail carriers the re- 
sponsibility of determining whether proposed rates are reasonably 
compensatory. 


Beside Chairman Dillard, the other members of the com- 
mittee that drafted the report are: C. E. Bockus, president, 
Clinchfield Coal Co., New York City; E. George Butler, secre- 
tary-treasurer, John G. Butler Co., Savannah, Ga.; J. S. Crutch- 
field, president, American Fruit Growers, Pittsburgh; Pierpont 
V. Davis, vice-president, The National City Co., New York City; 
Carl P. Dennett, president, General Capital Corporation, Bos- 
ton; Thomas H. Hanrahan, president, Buffalo Freight Terminal 
Warehouse Co., Buffalo, N. Y.; Dr. Emory R. Johnson, dean, 
Wharton School of Finance and Commerce, University of Penn- 
sylvania, Philadelphia; E. B. Ober, president, Motor Power 
Equipment Co., St. Paul; W. L. Petrikin, chairman of the board, 
The Great Western Sugar Co., Denver; H. A. Scandrett, presi- 
dent, Chicago, Milwaukee, St. Paul and Pacific Railroad, Chi- 
cago; Harry A. Wheeler, president, Railway Business Associa- 
tion, Chicago; and R. B. White, president, Central Railroad 
Company of New Jersey, New York. 


RAILROAD WAGE CUT 


The Trafic World Washington Bureau 


Intervention by President Hoover in the railroad wage dis- 
pute created by the proposal of the railroads to reduce wages 
February 1, 1933, when the present agreement covering a vol- 
untary cut of 10 per cent expires, through expression of the 
opinion that he felt it desirable that the wage question should 
be deferred at this time, it was believed, September 27, would 
result in acquiescence in the President’s wishes by the railroad 
managements. 

The President’s position was revealed late September 26 
by W. N. Doak, Secretary of Labor, after a call at the White 
House. 

“In the matter of the railway wage discussion now going 
on,” said Mr. Doak, “the President last week expressed the 
view, both to representatives of railway labor and to the lead- 
ing railway presidents who have conferred with him, that he 
felt that it was desirable that this question should be deferred 
at the present time. 

' “The present agreement does not expire until February 1 
next. The President’s view was that it might be well agreed 
to defer further discussion until the end of the year, as the 
general economic situation would be much clearer at that time, 
and negotiations could be based on a better realization of the 
actual circumstances existing.” 

The Doak announcement was regarded as the President’s 
reply to the statement submitted to him September 22 by the 
members of the Railway Labor Executives’ Association pro- 
testing against “further reductions of wages,” and coupling the 
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wage issue with the financial assistance the government is giv- 
ing the railroads through loans from the Reconstruction 
Finance Corporation by taking the stand that the government 
should, in effect, refuse to make loans unless the carriers 
agreed not to reduce wages. 


Mr. Doak’s statement also was regarded as clearing up the 
situation that existed last week after the railroad labor chiefs 
had advised the railroad management group that they believed 
a wage conference “at this time” would be unwise and that 
they would not encourage any effort to inaugurate wage nego- 
tiations. There were rumors that the efforts of the carriers 
to confer with the labor group would not be continued for 
the present, and that formal notices of the proposed wage cuts 
would not now be served. Mr. Doak’s statement that the Presi- 
dent had expressed his views on the subject to both sides 
accounted for the intimations that the wage issue probably 
would not be pressed for the time being. 


The railroad managements had initiated the wage reduc- 
tion movement thus far in advance of the expiration of the 
present agreement in order that, if it became necessary to 
resort to the procedure provided by the railway labor act, 
the wage dispute might be disposed of by the time the present 
agreement expired. If action igs now deferred until the first 
of the year, and a dispute is created, under the terms of the 
railway labor act, it is believed, it will not be possible to dis- 
pose of the matter by Feb. 1. If another voluntary agreement 
— be negotiated, however, the matter could be settled by 

ep, 1. 


The railroads are to consider the wage situation further at 
meeting in New York early in October. 


EASTERN CONSOLIDATION PLAN 
The Trafic World Washington Bureau 


Acceptance by the executives concerned of. the four-system 
plan for the consolidation of the railroads in the eastern dis- 
trict, except New England, was informally reported to the 
Commission on Sept. 24, in a call which Daniel Willard, presi- 
dent of the Baltimore and Ohio, made on Chairman Porter. 
Mr. Porter is not only chairman of the Commission but also 
the commissioner in direct charge of the consolidation case. 

The Commission’s plan which the executives have ac- 
cepted, composes the differences among them. Acceptance of 
the plan, therefore, means that the executives have settled the 
controversies among themselves on the basis of the Commis- 
sion’s modified permanent plan for the consolidation of. the 
railroads in the eastern district into a limited number of 
systems, namely, four. 


Acceptance, however, does not mean settlement of contro- 
versies between the Commission and a railroad company, 
notably that between the Commission and the Pennsylvania 
about the control, direct and indirect, of stock in the New 
Haven and the Boston & Maine. Acceptance, however, does 
mean that the four system executives, acting as a unit, will not 
take any part in any proceedings resulting from the Commis- 
sion’s condition that, before it will consent to the unification 
of the parts of the Pennsylvania system the Pennsylvania must 
divest itself of its holdings in the New England carriers. 


Agreement by the executives to proceed along the lines 
of the plan made by the Commission, with the aid of the 
testimony they submitted in the reopened proceeding that 
resulted in the Commission’s abandonment of its five-system 
plan, means that, as conditions permit, they will bring for- 
ward appropriate applications permitting them to consolidate 
the lines allocated to the systems of which they are the heads. 

In the discussions among the executives it was suggested 
and tacitly agreed, that it would take at least three years to 
get the consolidation plans well forward. The length of time, 
it was admitted, would depend upon business conditions. At 
present any consolidation requiring a considerable amount of 
capital, it was admitted, would be out of the question, no 
matter how nearly unanimous might be the feeling that it 
should be brought about, to enable the system to make savings 
in unified operation. However, the meeting in New York, so 
far as that phase of the subject is concerned, it is understood, 
used up but little time. The matter around which most of 
the discussion revolved, it is understood, were the allocations 
of trackage rights. Allocations of lines, as made by the Com- 
mission, were accepted as binding upon those in the conferences 
resulting in acceptance of the plan. Applications for permission 
to acquire lines, in accordance with the acceptance, will .be 
within the lines of systems as laid down by the Commission. 
Of course, unanimous agreement for a modification of the plan 
on account of a change in conditions since the promulgation 
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of the plan, it is understood, will not bar the executives from 
asking for such modification. 

The Commission has the legal right to change its plan at 
any time prior to any right becoming vested. Inasmuch, how- 
ever, as the Commission and the executives have been striving 
ever since the enactment of the consolidation sections in 1920 
to agree upon a plan that could be put into execution, the pos- 
sibility of any change in it is regarded as remote. The Com- 
mission, of course, could not legally bind itself to make no 
changes. However, the desire on its part and the desire on 
the part of the executives to carry the idea of the consolida- 
tion sections of the law into practice, it is believed, assures 
stability of the plan as great as if it were possible for the 
Commission and the executives to enter into a contract on the 
subject matter. 

Daniel Willard has been the contact man between the 
executives and the Commission ever since the leading men of 
the four systems have been working together with a view to 
getting a plan that would be satisfactory to the heads of each 
system and the Commission. 


A four-system plan was one of the proposals that fol- 
lowed the marking, by the Commission, of a temporary or tenta- 
tive plan for the roads in the east which included the New 
England roads. It was not, however, pressed to any great 
extent. It was not much discussed when the Commission set 
about making its permanent plan. The Commission’s first 
permanent plan called for five systems in the eastern district, 
exclusive of New England. The fifth system, as its backbone, 
had the Wabash, Norfolk & Western and the Seaboard Air 
Lines. 

Such a system would have had relatively light tonnage in 
the heart of official territory, heavy tonnage in the Pocahontas 
region of that territory and relatively light tonnage in southern 
territory. 


That five-system plan was so unsatisfactory that the four- 
system plan was revived and actively pressed upon the con- 
sideration of the Commission as a substitute for its five-system 
plan. The Commission accepted the four-system plan built 
around the Pennsylvania, New York Central, Chesapeake & Ohio- 
Erie-Nickel Plate and the Baltimore & Ohio. That revised 
plan was the foundation upon which the eastern executives 
have held and finished their consultations resulting in the ac- 
ceptance, informal notice of which was brought to Chairman 
Porter on Sept. 24. 


How soon any one of the four will come forward with a 
formal application to be allowed to do the thing or things 
within the lines of the now accepted four-system plan is purely 
a matter of speculation. Mr. Willard did not bring any infor- 
mation on the subject. There are some consolidations that, it 
is understood, can be made without the expenditure of much 
money. Any one of the systems might bring forward a project 
of that sort at almost any time. 


The idea that an application must cover the whole of a 
system is erroneous. Piecemeal procedure is desirable, if not 
necessary, because the things to be consolidated are properties 
owned by different corporations. Even if any one of the four 
filed an application covering every line it was permitted, by the 
plan, to bring into its system, in one document, the Commis- 
sion would have to give separate consideration to each cor- 
poration. The Commission, in dealing with applications for 
permission to acquire by means less than complete consolida- 
tion, has recognized that there is no interdependence making 
it impossible to proceed with one part without regard to other 
parts of the proposed system. 

A belief exists that the first series of moves will have to 
do with the acquisition of the relatively short lines, not neces- 
sarily what have technically been known as the short lines. 
Their acquisition, it is believed, will not require great capital 
expenditures. In the case of a line the stock of which is prac- 
tically all held by the main stem of the proposed system con- 
solidation may be brought about in a relatively short time. 
Such a consolidation would be, in large measure, the mere 
exchange Of pieces of paper. The New York Central and the 
Pennsylvania have a number of lines in that status, which, 
with little work could be incorporated in the parent company 
so that the separate company owning the subsidiary line may 
be dissolved. 

Operations such as New York Central acquiring the Vir- 
ginian, or the Baltimore & Ohio acquiring the Reading, part 
of the stock of which is owned by the New York Central, are 
serious things. It is conceivable the negotiations on some such 
phases of the subject, will last for a year or two or even 
longer. In other words, while the plan has been accepted, 
consolidations, in fact, will not be completed next week or 
the week thereafter. 
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PRACTICES OF CARRIERS 


Hearings in Ex Parte No. 104, part II, terminal services, 
before Director W. P. Bartel or Examiner C. M. Bardwell, at the 
Hotel Buffalo, Buffalo, N. Y., Oct. 17 and 18, have been an- 
nounced by the Commission. (See Traffic World, Sept. 3, p. 423, 
and Sept. 24, p. 559.) The industries and the carriers to whom 
notice of the Buffalo hearings was directed and the dates on 
which they will be heard are as follows: 

October 17—Hanna Furnace Corp. (Susquehanna and Ham- 
burg plants), Buffalo, N. Y., B. R. & P. (B. & O.), D. L. & W., 
Erie, L. ¥., P. BR. BR. N.Y. C. & Bt. L., N.Y. C.. BE C., War. 
Republic Steel Corp. (Upson Works), Cleveland, O., Erie, B. & O., 
N. Y. C., W. & L. E., P. R. R., Big Four (N. Y. C.); Republic 
Steel Corp. (Union Mills), Cleveland, O., P. R. R., W. & L. E., 
Erie; Republic Steel Corp. (Donner Division), Buffalo, N. Y., 
BEG, Dt. & WwW. See, a Vu FR. By. BT. G. B. Se 
Wab., N. Y. C. & St. L.; Tonawanda Iron Corp., Tonawanda, 
N. Y., Erie, N. Y. C., L. V.; Wickwire-Spencer Steel Co., Buffalo, 
N. Y., B. R. & P. (B. & O.), D. L. & W., Erie, L. V. (North Tona- 
wanda), P. R. R., N. Y. C. (Harriet, N. Y.), M. C., Wab., N. Y. C. 
& St. L.; Standard Oil Co., Buffalo, N . Y.. Erie, L. V., N. Y. C., 
B. R. & P. (B. & O.), D. L. & W., P. R. KR, N. Y. C. & St. L.; 
American Locomotive Co., Dunkirk, N. Y., Erie, N. Y. C. & St. L.; 
Buffalo Slag Co., Inc., Buffalo, Harriet and Tonawanda, N. Y., 
address Ellicott Sq., Buffalo, N. Y., B. R. & P. (B. & O.), D. L. 
& W., Erie, L. V., P. R. R., N. Y. C., M. C., Wab., N. Y. C. & St. L. 

October 18—Massey-Harris Co., Batavia, N. Y., Erie, N. Y. C., 
L. V.; Cleveland Stone Co. (Cleveland Quarries), Amherst, O., 
Pio C., Medusa Portland Cement Co., Bay Bridge, O., N. Y. C., 
, P. R. x, % 2.0. @ BH, kes Wickwire Bros., Inc., Cortland, 
«» SO de & Wa tn. Vaz Grasselli Chemical Co., Cleveland, O., 

.; Otis Steel Co. (Lakeside plants), Cleveland, oo. % %. 
. R.; Sinclair Refining Co., Wellsville, N. Y., B. "R. ab 
°O.; ; Crucible Steel Co. (Holcomb), Syracuse, m Yo ee . 
. L. V.; Donner-Hanna Coke Corp., Buffalo, N. Y., D. L. 

5 & P., L. V.; Eastman Kodak Co., Rochester, Mm. Ee 
P., N. Y. C. 
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Chicago Hearing 


The reopened hearing in ex parte 104, part 2, terminal 
services, which began at. Chicago, before Director Bartel, Sep- 
tember 20 (see Traffic World, September 24, p. 559), was ex- 
pected to end this week. Up to noon of Sept. 30 all but one 
or two of the industrial witnesses called by the Commission 
for the Chicago hearing had testified. Following their appear- 
ance, E. B. Boyd, chairman of the Western Trunk Line Com- 
mittee, and C. D. Morris, chairman of Central Freight Asso- 
ciation, were to take the stand. It was expected that their 
testimony would, in part, supply an explanation for the Com- 
mission investigation—the explanation, in the minds of many 
of those at the hearing, having been missing to date. 

Questons directed by Examiner Haggerty at a number of 
the railroad witnesses who appeared this week, suggested that 
there had been numerous complaints from railroads as to the 
method of arriving at allowances to individual industries per- 
forming their own plant switching services, and that the car- 
riers felt the need for uniformity, but that they had been un- 
able to bring it about. 

It was further made clear by the Commission representa- 
tives that the investigation had not been undertaken without 
reason to believe that the existing situation was unsatisfactory 
to at last some shippers. Throughout the cross-examination 
of witnesses, it was, with few exceptions, the practice of John 
Burchmore, representing the National Industrial Traffic League, 
to conclude examination of individual industrial witnesses with 
questions as to whether they were appearing to make complaint 
as to service received from the railroads or as to service their 
competitors were receiving. Typical of this was a series of 
questions directed at the traffic manager of the Mount Vernon 
Car and Manufacturing Company. He was asked by Mr. Burch- 
more if the railroad service had been satisfactory and if he 
had any complaint to make either as to that service or service 
to competitors. The witness’ answer was interrupted by a 
colloquy between Mr. Burchmore and Director Bartel, at the 
conclusion of which the former said: “My point is that the in- 
terstate commerce act lays a duty on the Commission to inves- 
tigate complaints, but there is no duty on it to conduct an 
investigation where there are no complaints.” 

Examiner Haggerty responded that he had before him a 
record of more than a hundred shipper complaints to the Com- 
mission on the subject being investigated. 

One aspect of the question as to uniformity of carrier 
practices was thrown into relief by questions directed to T. E. 
Bond, vice-president, E. J. & E. He was asked to explain why 
the E. J. & E. did not base its allowances, or the studies on 
which the allowances were recommended, on 1916 costs. It 
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had been explained that the terminal allowance committee of 
Central Freight Association used such costs in making studies 
preliminary to granting allowances, while, in Western Trunk 
Line Territory, current costs were used. Mr. Bond explained 
that his road operated in both territories, and felt that a uni- 
form method of arriving at maximum allowances was desir- 
able, but that, more important, it felt that the 1916 costs did 
not represent a fair measure. : 

In connection with testimony introduced on the arrange- 
ment at the plant of the American Steel and Wire Company, 
Waukegan, Ill, Examiner Haggerty introduced a letter written 
in 1921 by S. F. Miller, freight traffic manager, C. & N. W., to 
H. W. Beyers, traffic vice-president of the road. In the letter, 
Mr. Miller stated that, though he had been advised to the con- 
trary by the traffic manager of the steel company, he was of 
the opinion that, in the event the E. J. & E., serving the same 
plant, should grant an allowance, it would be to the advantage 
of the C. & N. W. also to make an allowance, or words to that 
effect. When Mr. Miller took the stand, he testified that, though 
it might not be possible definitely to determine the facts in a 
particular case, he was of the opinion that traffic might be 
routed against the C. & N. W. if the E. J. & E. had given the 
industry an allowance and the C. & N. W. had not. 

For the most part, examination of the witnesses brought 
out little that was new to the record or that seemed to give a 
clear-cut picture of “evils” the Commission might be presumed 
to be searching for. Each witness was asked for a description 
of the physical facts as to track layout and the service required 
and questioned as to the existence of an allowance, history sur- 
rounding the granting of any allowance, and other such mat- 
ters. The cumulative effect will be to provide a highly detailed 
and complete picture of existing practices and their history. 


AMERICAN TRANSIT ASSOCIATION 


Problems of local transportation companies were aired at 
the annual meeting of the American Electric Railway Associa- 
tion at Chicago, September 27 and 28. The private automobile, 
it was indicated, has brought almost as difficult times to the 
local traction company as to the steam railroad and interurban 
electric lines. Predominantly composed of representatives of 
local transportation companies, the association includes in its 
membership many of the interurban electric lines. 

Development of a new type of car, speedier and with less 
noise, was among the subjects considered. A significant step 
was taken in adoption of a new name, “American Transit Asso- 
ciation,” the change being made so as.to bring the name in 
line with a program which calls for enlistment of local bus 
companies in the membership. Many busses, it was pointed out, 
are now operated by the older electric lines and the interests 
of exclusive bus operators and those of the traction companies 
are largely common. 

The electric railway industry, according to Guy A. Richard- 
son, retiring president of the association, head of Chicago Sur- 
face Lines, ranks eighth in the amount of invested capital in 
the country. He placed that investment as approximately five 
billion dollars, declaring it would be a public disaster if the 
investment were not utilized to the fullest extent. 

For the second successive year, the Chicago, North Shore, 
and Milwaukee, interurban electric line operating between Chi- 
cago and Milwaukee, got the “Electric Traction Speed Cup” 
awarded by the Association 

The award committee found from data submitted by thir- 
teen companies that the North Shore operated at an average 
schedule speed of 51.27 miles an hour in the contest period from 
February 15 to August 15, 1932. The distance, between ter- 
minals is 88.02 miles and the number of regular passenger stops 
is 16. A new high record for electric railway speeds was estab- 
lished in 1932, according to the committee, the present schedule 
speed of the North Shore’s fastest train representing an in- 
crease of approximately seven per cent over the record set 
in 1931, when the speed was 48.01 miles an hour, and is an in- 
crease of 27 per cent over the winning speed in 1925, the first 
year of the contest. 

In spite of the fact that the schedule speed was substan- 
tially increased, the on-time performance improved, it was 
stated. For the six-month period of the contest, the average 
on-time record was 99.03 per cent. This compares with an 
average of 97.15 per cent in 1931. 


RAIL ACCIDENT BULLETIN 
“The second year of the industrial depression shows another 
large reduction in the fatalities to employes both absolutely and 
in relation to the number of persons employed,” it is stated in 
Accident Bulletin No. 100, for the calendar year 1931, issued by 
the Bureau of Statistics of the Commission, covering railroad 
accidents. 
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“The number of employes killed per 1,000 employed was 
17.19 per cent less in 1931 than in 1930, and per million man- 
hours the decline was 16 per cent. Taken absolutely, that is, 
without relation to the number of employes exposed to acci- 
dents each year, the decline in employe fatalities in 1931 under 
1930 was 30.6 per cent. For the same period, freight ton-miles 
declined 19.41 per cent and the passenger-miles, 18.36 per cent. 
In other words, not only did the number of employes killed dimin- 
ish because fewer employes were at work, but those remaining 
at work were less liable to accidental death in 1931 than were 
those at work in 1930. To what extent this was the result of 
safety measures and to what extent to other causes can not be 
determined. 

“The number of passengers killed in 1931 was 41, compared 
with 50 in 1930.” 


GRADE CROSSING ACCIDENTS 


Reports for the first six months in 1932, compared with 
the same period last year, received by the safety section of 
the American Railway Association show reductions, not only 
in the number of accidents at railroad crossings, but also in 
the number of casualties resulting therefrom. There was, how- 
ever, an increase in the number of fatalities for the month of 
June compared with the same month last year but a reduction 
in the number of accidents and the number injured. 

Accidents at highway grade crossings totaled 1,697 for the 
first six months’ period, a reduction of 417 compared with the 
same period in 1931. Fatalities resulting from such accidents 
totaled 751 in the first six months of 1932, a reduction of 170 
compared with the same period in 1931, while persons injured 
so far in 1932 totaled 1,873, a reduction of 530 compared with 
the year before. 

For the month of June alone, there were 201 accidents at 
railroad highway grade crossings, a reduction of 74 under June, 
1931, while 116 fatalities were reported as caused by those acci- 
dents, an increase, however, of 23 compared with the number for 
June, 1931. Persons injured in railroad highway grade cross- 
ing accidents in June, 1932, totaled 199, compared with 303 in 
the same month the preceding year. 


ROCK ISLAND BIRTHDAY - ANNIVERSARY 


The Rock Island Railroad has adopted a novel and practical 
plan of observing its eightieth anniversary, October 10. An- 
nouncement is made through the passenger traffic department 
that, on October 8 only, the Rock Island will offer a rate of 
approximately one cent a mile for the round trip between all 
points on the system, good for return trip until midnight of 
October 12, tickets to be honored on all trains, not only in 
coaches but in sleeping and parlor cars, on payment of Pull- 
man charges, with the usual half-fare for children. 

The Rock Island ran its first train between Chicago and 
Joliet October 10, 1852, and was the first railroad to cross the 
Mississippi River, bridging that stream between Rock Island and 
Davenport in 1855, 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: William P. Belden, Cleveland, O., Eugene A. Bol- 
liger, Fort Worth, Tex., George W. Coffin, Kansas City, Mo., 
Thomas M. Day, New York, N. Y., Royce T. Dorsey, Fort Worth, 
Tex., Willis W. Ellison, Gonzales, Tex., Charles L. French, Chi- 
cago, Ill., Peter B. Garberg, Fargo, N. D., Armand E. Hanshaw, 
Kankakee, Ill., Joseph J. Hedrick, Chicago, Ill., Lawrence W. 
Hobbs, Portland, Ore., Joseph M. Kelly, St. Louis, Mo., Phillip A. 
Martin, Little Rock, Ark., Alexander Mencher, New- York, N. Y., 
Victor A. Miller, Denver, Colo., Thomas M. Milling, New Orleans, 
La., Charles H. Newell, Portland, Ore., Gilbert Nurick, Harris- 
burg, Pa., Justin F. Seiler, Elizabethton, Tenn., Eugene M. Stock- 
ard, Lawrenceburg, Tenn., Harold B, Wahl, Jacksonville, Fla., 
John A. Wright, Flint, Mich. 


PERISHABLES UNDER REFRIGERATION 


The Department of Agriculture has announced that various 
fruits and vegetables have been subjected to different per- 
centages of carbon dioxide, under a variety of temperature con- 
ditions, with the object of finding a method of decreasing the 
spoilage that occurs in the first 24 to 36 hours after loading 
@ warm product in a refrigerator car. It says the control of 
diseases and other forms of spoilage has been readily accom- 
plished, but the effect of the carbon dioxide upon the flavor of 
the product has been found to set definite limitations to this 
method of treatment. 
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OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


USINESS in the full cargo trades slackened somewhat in 

the past week in the grain trade, which has been the sensa- 
tion of the market recently. Though the list of fixtures con- 
summated was shorter, rates maintained their previous basis 
of 7c from Montreal to Antwerp-Rotterdam. One fixture of 
interest was that of a steamer from Albany, N. Y., to picked 
ports in the United Kingdom, done in London on private terms. 
The week also saw three fixtures from the Gulf, the first in 
some time, all for Greece. One was done on the basis of 3s for 
early October and the others on private terms, both for October. 
Several time charters in the West Indies and Canadian trades 
were closed and a Norwegian motorship, 3,054 net, was taken 
for a round trip in the west coast of South America trade, 
delivery north of Hatteras for September-October at 50c. There 
were no transatlantic sugar fixtures and no lumber cargoes. 

In the tankers trade a small British steamer was secured 
on time charter for the 1933 season in the Great Lakes trade 
on private terms and a Japanese boat was closed for 45,000 
barrels, dirty, from California to Nagasaki at 24%4c for prompt 
loading. 

Three grain fixtures of wheat from Vancouver to Shanghai 
for October and November were reported, consummated at rates 
in the neighborhood of $2.35 or $2.40 Canadian currency. 

W. H. Chandler, chairman of the executive committee of 
the Shippers’ Conference of Greater New York, has informed 
members of the receipt of a letter from W. Simmons, general 
freight agent of the Southern Pacific Steamship Lines, pro- 
testing against endorsement by the conference of the proposed 
rail-water rates of Seatrain Lines, Inc., without giving his and 
other competing coastwise companies a chance to be heard. 
Mr. Simmons expresses the belief that the new competition be- 
tween New York and New Orleans will result in elimination 
of the coastwise break-bulk carriers and consequent disap- 
pearance of the basis of low to, from and via Gulf ports. It 
is expected that the carriers will have an opportunity to express 
their views at the next meeting of the conference. 

Members of the New York Shipping Association, composed 
of officials of the ocean steamship companies, have voted to 
accept the demands of the International Longshoremen’s Asso- 
ciation in the wage dispute which has been under discussion for 
some weeks. Under the new wage contract, which is expected 
to be signed immediately, the dock workers will receive 75 cents 
an hour and $1.10 an hour for overtime. Under the old con- 
tract, which went into effect October 1, 1931, the union workers 
are receiving 85 cents an hour and $1.20 for overtime. 


SCRAPPING OF VESSELS 


The Shipping Board has authorized the Merchant Fleet 
Corporation to make inquiries of persons interested in the 
scrapping of 124 vessels, recently set aside for that purpose, by 
means of a communication inviting offers to be submitted by 
noon, Sept. 30. The board invites offers on one or both of 
two propositions. 

Proposition one calls for the complete dismantling and 
scrapping of one or more of the vessels and the sale of the 
recoverable material, all at the cost and expense of the offerer. 
The offerer shall state in his bid the maximum cost a gross 
ton of recoverable material for performing the work, the mate- 
rial to be reduced to charging box sizes. The recoverable 
material shall be sold at the highest price obtainable, but 
at not less than a price to be agreed upon between the board 
and the offerer. The net proceeds derived from the sale of the 
material shall be divided equally between the board and the 
offerer. In determining the net proceeds to be divided, the 
actual cost of performing the work of dismantling and scrap- 
ping and disposing of the material will be deducted from the 
8ross proceeds of the sale of the recoverable material, but in 
ho event will an amount in excess of the maximum cost a gross 
ton of recoverable material stated by offerer be allowed. 

Under proposition two offers will be received for complete 
dismantling and scrapping and for the sale of recoverable 
material, all at the cost of expense of the offerer who shall 
state in his bid the amount offered a gross ton of recoverable 
material. 

If awards are made under either proposition, formal con- 


The Traffic World 


Ocean Shipping News 


tracts will be executed by the board and the offerer. An offer 
must be accompanied by a certified check payable to the board 
for an amount equal to $200 a vessel as a good faith deposit. 

Under the proposals of the board, it was stated, the work 
of dismantling and scrapping could proceed and the material 
obtained for sale disposed of when the market for it was such 
as to permit sales. 


INTERCOASTAL AGREEMENT 


Approval by it of the new intercoastal steamship agreement, 
effective from Oct. 1, 1932, to March 31, 1933, was announced 
by the Shipping Board Sept. 28. The carriers subscribing to the 
agreement were listed as follows: American-Hawaiian Steam- 
ship Co., Panama Pacific Line, Pacific Atlantic S. S. Co. (Quaker 
Line), McCormick S. S. Co., Nelson S. S. Co., Panama Mail S. S. 
Co., Argonaut S. S. Line, Inc., Arrow Line, Williams S. S. Corp., 
Luckenbach §. S. Co., Inc., Dollar S. S. Lines, Inc., Ltd., Isthmian 
Steamship Co., Shepard S. S. Co., and Calmar S. S. Corp. 

“This agreement is effective from October 1, 1932, to March 
31, 1933, without right of resignation or withdrawal by any signa- 
tory, or modification of any term except by unanimous vote,” 
said the board. “Lines with sailings not more frequently than 
an average of 10 days and transit time of not less than 21 days 
from ports north of Hatteras are designated ‘B’ Lines, and all 
other lines are designated ‘A’ lines. The agreement provides 
for a surcharge of 3 per cent on both eastbound and westbound 
cargo, except refrigerated cargo, passengers’ baggage and auto- 
mobiles. This surcharge is by the agreement to be paid into a 
pool for monthly distribution between the lines.” 

A number of protests were received by the Shipping Board 
against the provision in the intercoastal agreement for imposi- 
tion of a surcharge of 3 per cent on eastbound and westbound 
cargo, except refrigerated cargo, passengers’ baggage and auto- 
mobiles. Shippers of dried milk, dried fruit and canned goods 
from the Pacific coast protested as well as Atlantic seaboard 
shippers. The board, however, approved the agreement. It 
was pointed out that, in view of that action, the protesting ship- 
pers might now file formal complaints with the board attacking 
the charges on their shipments. 


SEATRAIN RATES PROTESTED 


In a supplemental petition the Southern Pacific (Southern 
Pacific Steamship Line-Morgan Line), the Clyde-Mallory Line 
and the Southern Steamship Co. ask for an investigation of the 
lawfulness of the proposed operation of Seatrain Lines, Inc., 
prior to the receipt and filing of any tariffs by the Commission, 
tendered by or on behalf of Seatrain Lines. In addition, in 
the event the Commission refuses to institute such an investi- 
gation or during the pendency thereof refuses to rejeci any of 
the tariffs, they protest any and all tariffs and ask their sus- 
pension. | 

Additional facts and contentions advanced by the Southern 
Pacific and those joined With it as reason for what they ask 
are that Seatrain Lines, Inc., has acquired the Hoboken Manu- 
facturers Railroad Co. and/or the Hoboken Shore Railroad, 
and/or the Hoboken Terminal Properties, Inc.; that Seatrain 
Lines and the Hoboken company or officers have common 
officers and directors; and that before a railroad may extend 
its lines it must obtain a certificate of convenience and neces- 
sity. They contend that under section 1 (3), Seatrain Lines, 
Inc., is a railroad and that the car ferries proposed to be 
operated by it are to be operated and used by or in connection 
with the Hoboken Manufacturers and other railroads. 

Independently of any existing corporate affiliation, owner- 
ship or control as between Seatrain Lines, Inc., and other 
railroads, the Southern Pacific contends, the proposed operation 
of car ferries between New York and New Orleans will consti- 
tute the operation of a railroad within the meaning of and 
subject to the provisions of the interstate commerce act. Such 
new operation, it argues, will be unlawful unless authorized by 
appropriate certificate of the Commission, as provided by law. 

In support of that proposition the Southern Pacific cites 
Peninsula & Occidental S. S. Co., I. C. C. 432; and that prior 
to the abandonment of a car-ferry it is necessary to obtain a 
certificate. In support of the proposition that abandonment 
requires a certificate the Southern Pacific cites Finance No. 
9371, Marquette and Bessemer Dock and Navigation Co. abandon- 
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ment, decided July 25, 1932. A further contention is that the 
Commission, in Chesapeake Beach Railway Co. ferry, 166 I. C. C. 
193, has held that it has jurisdiction to authorize the extension 
of a railroad by means of a ferry, a holding that was upheld 
in Clairborne-Annapolis Ferry Co. vs. U. S., 52 S. C. R. 440. 
The Southern Pacific says that none of the concerns mentioned 
by it have filed any application with the Commission seeking 
the acquisition, operation or construction heretofore mentioned. 

The Shippers’ Conference of Great New York has written 
a letter to the Commission asking that Seatrain Lines, Inc., be 
permitted to establish the proposed rates and service. 

The New England Traffic League, in a letter objecting to 
suspension of the prospective tariffs of Seatrain Lines, Inc., 
has asked the Commission to give the new steamship line the 
right, as it says, to participate in the traffic between the At- 
lantic seaboard and New Orleans, at the rates used by the 
more direct and’ presently operating ocean carriers. 

Seatrain Lines, Inc., tariff I. C. C. No. 1, reached the files 
of the Commission on September 26. It is to be effective Octo- 
ber 6. The tariff is issued in connection with the Hoboken 
Manufacturers’ Railroad Co., New Orleans & Lower Coast Rail- 
road Co., and Texas & Pacific Railway Co. It is a joint and 
proportional commodity tariff applying on bakery goods, car- 
loads, from Hoboken, N. J., to Dallas, Tex. A line on the first 
page says that it is issued on ten days’ notice under authority 
of rule 57 of Tariff Circular 20, and that the rates are those 
established in the first instance from and via stations on Sea- 
train Lines, Inc. The rate on the commodity mentioned is 
143 cents. 

The fact that the tariff is limited to one commodity is 
taken as indicating that it has been put forward as something 
definite at which the Commission may shoot if it desires to 
exercise its power of suspension. In its general aspect it is 
like thousands of other tariffs on file with the Commission. It 
provides for the application of emergency charges published in 
Curlett’s I. C. C. No. A-367. It says that rates published herein 
from Hoboken are joint rates under concurrences to Seatrain 
Lines, Inc., when the traffic is routed exclusively via the con- 
curring lines shown on the title page and already hereinbefore 
mentioned. 


According to the tariff, the joint rates published in the 
tariff include all charges for switching, drayage, or other trans- 
fer services at intermediate interchange points on shipments 
handled through and not stopped for special services at such 
intermediate interchange points. The tariff says that the rates 
published in it do not include insurances against marine risk 
while the property is in possession of Seatrain Lines, Inc., from 
Hoboken, N. J., to New Orleans, La. 

Under the caption “Proportional Rates from Hoboken, N. J.,” 
the tariff says: “Proportional rates from Hoboken, N. J. (via 
Seatrain Lines, Inc.), on traffic originating at Long Island City, 
N. Y., on the Long Island R. R. will be determined by deducting 
from the rates from Hoboken, N. J., shown in this tariff, the 
lawful charges (except reconsignment, stopping-in-transit, or 
other charges not included in the rate to Hoboken, N. J.) of 
the Long Island R. R. and its connections from Long Island 
City, N. Y., to Hoboken, N. J., as published in I. C. C. No. A-342, 
issued by W. S. Curlett, agent; the remainder is the propor- 
tional rate applicable from the docket of the Seatrain Lines, Inc., 
at Hoboken, N. J. (Departure from the terms of Rule 4 (i) 
of Tariff Circular No. 20 is authorized under Special Permis- 
sion of the Interstate Commerce Cogmission No. 117696 of Sep- 
tember 1, 1932.)” 

The foregoing provision is similar to that carried in the 
so-called non-concurrence tariffs issued by the Sedgman bureau 
of which Seatrain Lines, Inc., is not a member. Membership 
in the Sedgman bureau, Seatrain Lines, Inc., some time ago 
informed the Commission, was denied to it. 


Eastern trunk lines, also the New Haven, have asked the 
Commission to reject any tariff the Seatrain Lines, Inc., may 
file or offer for filing or if the tariffs are not rejected that they 
be suspended for investigation. In addition they have asked 
for an investigation of the financial relationship among Seatrain 
Lines, Inc., the Hoboken Manufacturers’ Railroad Co., the Mis- 
souri Pacific, and the Texas & Pacific. 

In their petition for the rejection of the tariffs the trunk 
lines say they have been informed and believe that the purpose 
of the proposed operation of vessels between New York and New 
Orleans is to divert traffic from already established all-rail 
routes between New England and trunk line territory on the one 
hand, and southwstern territory on the other, by affording a 
non-break-bulk service, advertised as a virtual all-rail service, 
at a differential under all-rail rates. The trunk lines ask for 
rejection of the tariffs because they allege Seatrain Lines, Inc., 
if the vessels to be used are car-floats or ferries, is a railroad 
within the meaning of section 1 (18), which is proposing to 


The Traffic World 


Vol. L, No. 14 





extend its line without permission from the Commission. They 
treat the financial relations of the three parties to the news 
transportation line from points on the Hoboken Manufacturers’ 
Railroad to points on the Texas & Pacific or Missouri Pacific, 
as being in violation of the law and the filing of the tariffs 
before the three parties have received certificates from the 
Commission as being illegal. In addition they allege disregard 
of the Commission’s tariff rules. They also claim that Seatrain 
Lines, Inc., is violating the provisions of an agreement between 
it and the Shipping Board, dated December 3, 1931, under which 
Seatrain Lines, Inc., obtained a loan from the Shipping Board. 

The trunk lines, in their suspension investigation petition, 
allege that they are informed and believe that Seatrain Lines, 
Inc., has been subsidized by the government in several respects, 
that is, by a loan from the Shipping Board amounting to approxi- 
mately $2,400,000 in aid of the construction of the vessels which 
will be placed in service between New York and New Orleans, 
and by the letting of a contract by the Post Office Department 
to Seatrain Lines, Inc., for the carrying of the mail between 
New Orleans and Havana, Cuba, which provides compensation, 
they say, substantially in excess of cost. It thus appears, says 
the petition, that the government, out of its own funds, has 
advanced the Seatrain Lines, Inc., the principal sum which has 
been used in the construction of these vessels, and has, by this 
action virtually placed in operation an agency of commerce 
whose existence will constitute a serious threat and detriment 
to a substantial number of important rail carriers of this country. 

Seatrain Lines, Inc., has filed a petition with the Shipping 
Board seeking permission, under the terms of the contract 
governing the loans from the ship construction loan fund of 
the board, for the two recently completed Seatrain vessels, to 
operate between New York and New Orleans by way of 
Havana. The petition was filed, it is understood, because of 
questions as to whether the company had the authority, under 
the loan contract, to operate between the points indicated. 

A hearing on the petition has been scheduled by the board 
for October 5. 

The questions in connection with the operation of the new 
ships have arisen under section 38 of the loan contract. That 
section is as follows: 

The vessel will be operated in maintaining service on lines be- 
tween New Orleans, La., and Havana, Cuba, and in other exclusive 
foreign service between Atlantic and/or Gulf ports and Cuba, or in 
such other service or services as the board may by resolution here- 
after authorize, and not otherwise. 

George H. Muckley, attorney for the Southern Pacific and 
its steamship line, the Southern Steamship Co., the Clyde-Mal- 
lory line and the Texas & New Orleans railroad, the last men- 
tioned a subsidiary of the Southern Pacific, has protested to 
the board against the shortness of its notice that it would hold 
a hearing on the petition of Seatrain Lines, Inc. He made the 
point that he had not had an opportunity to see the petition. 
In addition, he told the board a week, the time intervening be- 
tween the filing of the petition and the holding of the hearing, 
was not adequate to enable the protestants to prepare traffic 
statistics bearing on the questions raised by the proposed new 
service. He asked for a postponement of the hearing day. 





SEATRAIN BREAKS RECORD 

The trial trip of the Seatrain New York has been completed 
with what officials of the shipbuilding company call “more than 
anticipated success.” Over the measured course off the Dela- 
ware Capes, the big freighter turned up 17.1 knots at 8800 
horse power. This is 3/5 of a knot faster than the designed 
speed, and makes her, it is said, the fastest freighter afloat. 
On October 5 and 6 she will give a demonstration of handling 
freight cars at the terminal just above Fourteenth street, 
Hoboken. 


SHIP CONSTRUCTION LOAN 


The Shipping Board has agreed to make a construction loan 
to the Waterman Steamship Corporation of Mobile, Ala., to be 
used in reconditioning, remodeling and improving the vessels, 
S. S. “Kenowis,” “Afoundria,” and “Maiden Creek,” which oper- 
ate in the Mobile Oceanic Line, sold to the borrowing corpora- 
tion by the board on September 14, 1931. These 10-knot vessels 
are proposed to be increased to 13 knots, with addition to the 
S. S. “Kenowis” of refrigerating machinery and equipment. A 
previous loan on the S. S. “Afoundria” and “Maiden Creek” 
aided in installation of refrigerating machinery on those vessels. 

The work under this loan will be done by the Alabama Dry 
Dock & Shipbuilding Company of Mobile, Ala. 

The total loan will amount to $371,321.25, or three-fourths of 
the cost of the work, whichever the lesser. Interest rates will 
be 5% per cent during any period the vessel is operated in coast- 
wise trade or is inactive, and 344 per cent during any period the 
vessel is operated in foreign trade. 
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WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 have been approved by the Ship- 
ping Board: 


1997—The Border Line Transportation Company, Puget Sound 

Freight Lines, Puget Sound Navigation Company and Skagit River 
Navigation Company with Gulf Pacific Mail Line, Ltd.: Covers through 
billing arrangement covering shipments from Puget Sound ports of 
call of the Puget Sound carriers to United States Gulf ports of call 
of the Gulf Pacific Mail Line, via Seattle or Tacoma. 

2057—Kokusai Kisen Kaisha with McCormick Steamship Com- 
pany: Covers through billing arrangement covering through ship- 
ments from Kokusai’s Far East loading ports to United States Atlantic 

Coast ports, with transhipment at Los Angeles Harbor, San Fran- 
cisco or Seattle. Transhipment expense and inward and outward 
wharfage or state tolls are absorbed by the participating lines. 

2068—Panama Pacific Line with Nippon Yusen Kaisha: Arrange- 
ment covers through shipments of ivory nuts and cocoa beans from 
Balboa to Yokohama, Kobe, Osaka and Shanghai, with transhipment 
at Los Angeles Harbor or San Francisco. Transhipment expense is 
to be absorbed by the lines. 

20683—Panama Mail Steamship Company with Furness Red Cross 

Line: Covers through billing arrangement covering shipments of 
canned goods and dried fruits from United States Pacific Coast ter- 
minal ports of call of Panama Mail Steamship Company to St Johns 
and Halifax, with transhipment at New York. 

2069—Luckenbach Gulf Steamship Company, Inc., with Christen- 
son-Hammond Line and North Pacific Steamship Line: This agree- 
ment provides for through billing arrangement covering shipments 
from Gulf ports of call of Luckenbach Gulf Steamship Company, Inc., 
to South Bend and Raymond, Washington, with transhipment at San 

Francisco. 

2070—Luckenbach Gulf Steamship Company, Inc., with Chamberlin 

Steamship Company, Ltd., Christenson-Hammond Line and Nelson 
Steamship Company: Covers through billing arrangement covering 
shipments from Gulf ports of call of Luckenbach Gulf Steamship 
Company, Inc., to Eureka, Arcata and Samoa, California, with tran- 
shipment at San Francisco. Chamberlin Steamship Company, Ltd., 
Christenson-Hammond Line or Nelson Steamship Company are to 
earry shipments from San Francisco to Eureka while Nelson £team- 
ship Company is to carry shipments from San Francisco to Arcata 
and Samoa, ; 

2071—Luckenbach Gulf Steamship Company, Inc., with Chamber- 
lin Steamship Company, Ltd.: This agreement provides for through 
billing arrangement covering shipments from Gulf ports of call of 
Luckenbach Gulf Steamship Company, Inc., to Hoquiam or Aberdeen, 
Washington, with transhipment at San Francisco. 

2072—Luckenbach Gulf Steamship, Inc., with McCormick Steam- 
ship Company, Nelson Steamship Company and Chamberlin Steamship 
Company, Ltd.: Covers through billing arrangement covering ship- 
ments from Gulf ports of call of Luckenbach Gulf Steamship Com- 
pany, Inc., to Marshfield or North Bend, Oregon, with transhipment 
at San Francisco. 

2074—Luckenbach Gulf Steamship Company, Inc., with Christen- 
son-Hammond Line: Covers through billing arrangement covering 
shipments from Gulf ports of Luckenbach Gulf Steamship Company 
to Hoquiam or Aberdeen, Washington, with transhipment at San 
Francisco. 

2051—Panama Mail Steamship Company with United Fruit Com- 
pany: This agreement provides for a pooling arrangement of ship- 
ments of general cargo from San Francisco and Los Angeles to 
Corinto, Nicaragua. 

2054—-Luckenbach Steamship Company, Inc., with Seaboard-Great 
Lakes Corporation: Covers through billing arrangement covering ship- 
ments of canned goods, dried fruit and dried beans from Pacific Coast 
loading ports of Luckenbach to Syracuse, Rochester, Buffalo, Cleve- 
land, Toledo, Detroit, Sault Ste. Marie, Chicago, Milwaukee and 
Duluth, with transshipment at New York. 

_. 2079—American Mail Line, Barber-Wilhelmsen Line, Canadian Pa- 
cific Steamships, Ltd., Dollar Steamship Line, Java-China-Japan Lijn, 
Klaveness Line, Kokusai Kisen Kaisha, Maersk Line, Nippon Yusen 
Kaisha, Oceanic & Oriental Navigation Company, Osaka Shosen 
Kaisha, States Steamship Company and Tacoma Oriental Steamship 
Company: Covers arrangement between the above named lines in 
respect to proportion of through rates to be accepted by such lines 
for transportation from Hongkong to United States Pacific Coast ports 
of through shipments originating at Colombo. 

_, 2080—American Mail Line, Barber-Wilhelmsen Line, Canadian Pa- 
cific Steamships, Ltd., Dollar Steamship Line, Java-China-Japan Lijn, 
Klaveness Line, Kokusai Kisen Kaisha, Maersk Line, Nippon Yusen 
Kaisha, Oceanic & Oriental Navigation Company, Osaka Shosen 
Kaisha, States Steamship Company and Tacoma Oriental Steamship 
Company: Covers arrangement between the above named lines in 
respect to proportion of through rates to be accepted by such lines 
for transportation from Hongkong to United States Pacific Coast 
ports of through shipments originating at Straits Settlements. 

_ 2082—Panama Mail Steamship Company with the Oceanic Steam- 
ship Company: Agreement covers through shipments from United 
States Atlantic Coast ports to Australia and New Zealand, with trans- 
shipment at Los Angeles Harbor or San Francisco. 

20883—Dollar Steamship Lines, Inc., Ltd., with McCormick Steam- 
ship Company: Covers through billing arrangement covering ship- 
ments from the Orient to United States Atlantic Coast ports of call 
of the McCormick Steamship Company, with transshipment at San 
Francisco or Los Angeles Harbor. 


Agreements Modified 


Brazil-United States Freight Conference (Agreement 184-2)—The 
purpose of the modification is to extend up to and including October 
31, 1932, the operation of the existing agreement of the Brazil-United 
States eight Conference providing for maintenance of agreed rates 
on general cargo and coffee from Brazilian ports to United States 
Atlantic and Gulf ports and specifying the approximate number of 
sailings to be maintained by each of the signatory lines. The original 
agreement of the Brazil-United States Freight Conference covered the 
period ending August 31 and was approved by the board August 10, 
1932. By modification approved August 24 the period of this original 
agreement was extended up to and including September 30. 

773-1—The New York and Porto Rico Steamship Company with 
American Scantic Line, Inc.: Modifies an agreement between the 
New York and Porto Rico Steamship Company and Commercial Steam- 
ship Lines, American Scantic Service, covering through shipments 
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from Puerto Rico to Copenhagen and Helsingfors, via New York. The 
purpose of the modification is to record the American Scantic Line, 
Inc., as a participating carrier in this agreement as successor of the 
Commercial Steamship Lines, American Scantic Service. 


BOSTON ARMY BASE LEASE 


The Shipping Board has received three offers for leasing 
of the Boston army base terminal. Herbert G. Perry, of Bos- 
ton, offered rental of 15 per cent of the gross income but not 
less than $15,800 a year. If awarded the lease, he proposes to 
assign it to the Boston Dock & Terminal Corporation to be 
established to operate the base. Gerrit Fort, of Boston, in be- 
half of himself and associates who propose to form a corpora- 
tion for operation of the base if they obtain the lease, offered 
rental of 20 per cent of the gross income but not less than 
$27,500 a year. Meyer H. Slobodkin, as attorney for William 
J. McDonald, of Boston, offered rental of 26 per cent of the gross 
up to $100,000; 27% per cent from $100,000 to $150,000, and 
30 per cent from $150,000 up, but not less than $22,650 an- 
nually. Each offer was accompanied by a certified check for 
$10,000 as evidence of good faith. 


COMMERCE IN U. S. VESSELS 


American flag vessels, in the seven months ended with 
July, carried, by value, 38.2 per cent of the general imports 
and 33.6 per cent of the domestic exports in the water-borne 
foreign commerce of the United States, as compared with 34.7 
per cent for imports and 37 per cent for exports in the corre- 
sponding period of 1931, according to the monthly summary of 
foreign commerce issued by the Department of Commerce. For 
July the percentages were 36.2 for imports and 34.7 for exports, 
as compared with 35.9 for imports and 36.6 for exports in July, 
1931. 


SUBSIDY FOR CANADIAN LINE 

A subsidy of $4,950 (Canadian) for each sailing to the 
Orient has been granted the British-Canadian Steamship Co., 
Ltd., by the Dominion government, according to reports for- 
warded by: Vice Consul Nelson P. Meeks, Vancouver, B. C., and 
made public by the Commerce Department. 

The contract between the government and the shipping 
company is said to provide for monthly sailings from British 
Columbia for a period of one year. The company has two ves- 
sels of about 5,700 gross tons which it is to place in this service, 
the report states. 

The subsidy is expected to stimulate exportation of British 
Columbia soft woods to the Orient. 


PORTS OF OLYMPIA AND PORT ANGELES 


Chairman O’Connor of the Shipping Board has announced 
the publication of a new report on the ports of Olympia and 
Port Angeles, Wash., one of a series covering the principal 
ports of the United States, prepared and published by the 
Bureau of Marine Development (formerly Bureau of Operations), 
of the Shipping Board, and the Board of Engineers for Rivers 
and Harbors of the War Department. 





SHIP BELLS RETURNED 


Return to the city of Monroe, N. Y., of bells presented by 
the city to the steamship Monroe when that vessel was built 
and commissioned in the war period has been authorized by 
the Shipping Board. The Monroe is one of the 124 vessels set 
aside by the board for scrapping. Mayor H. A. Newbury, of 
Monroe, asked for the return of the bells. They will be returned 
to the city for erection in its municipal hall. 

“The board felt,” said the board’s announcement of its 
authorization, “that rather than let go to the scrap heap this 
memento of patriotic sentiment preserved from the war period 
it would grant the request and save to the citizens of Monroe 
a remembrance of their war day interest in the rebirth of our 
merchant marine, which has grown to a formidable fleet of 
passenger and cargo ships which in turn constitute an arm to 
our national defense not present when the bells were first 
presented.” : 





BOARD REJECTS SHIP BIDS 


The Shipping Board has rejected bids submitted for pur- 
chase of vessels of the Dimon Line, recently repossessed by 
the board, except one bid of $20,000 cash for the army trans- 
port vessel Dellwood submitted by J. E. Barnes. The bid was 
accepted subject to the requirement that the purchaser spend 
$75,000 on the ship in converting it into a cannery tender for use 
in Alaskan waters. The bids for the eight vessels of the Dimon 
Line ranged from $7,500 to $30,000 a vessel. 
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S. E. ADVISORY BOARD 


Forecasting only a 7 per cent decrease in aggregate car- 
loadings for the last quarter of 1932, compared with same 
period in 1931, reports from basic industries presented to the 
thirty-eighth regular meeting of the Southeast Shippers’ Advisory 
Board held at Atlanta, Ga., September 22, were regarded as 
carrying a note of optimism as toward current trends in busi- 
ness. 

Manufacturers of brick and clay products reported a slight 
“pick-up” in the latter part of July and a marked improvement 
in recent weeks. 

Coal and coke producers anticipated heavier movements 
for domestic purposes beginning with October. 

Cotton consumption and exports were said to be ahead of 
last season and, with reduction in freight rates to meet compe- 
tition, rail shipments were expected to show an increase of 
between 10 and 15 per cent. Textile orders have increased, it 
was reported, and manufacturers believe that movement will 
exceed that of 1931 by more than 5 per cent. The outlook for 
this industry was said to be better than it had been for many 
months. 

Federal appropriations for highway construction in several 
states will result in a demand 20 per cent heavier than last 
year for materials, it was estimated. 

Fertilizer and material requirements will run about 25 per 
cent under 1931, with brighter prospects in view, according to 
the reports, 

Production of sweet potatoes showed an increase of about 
30 per cent but other fresh fruits and vegetables, said the fore- 
casts, reveal lesser yield volumes, although some better prices 
were reported. 

Furniture markets were said to be currently about 35 per 
cent under 1931 and shipments in the fourth quarter of this 
year were estimated to show a decrease of 20 per cent. 

Advanced prices of agricultural products, federal funds for 
highway work, scattered droughts and forecasts of decreased 
yields, compared with the large crop produced in the south last 
year, all were said to point to an increase of 15 per cent, com- 
pared with the average movement of grain and grain products 
since January 1. 

Iron and steel shipments are expected to run*about 20 per 
cent under 1931, while orders and shipments of lumber and 
forest products in recent weeks were said to indicate general 
improvement in that industry, with increases over correspond- 
ing weeks last year being steadily reported. 

Miscellaneous industries found optimistic and dependable 
signs in moderate increases in new orders received, and an- 
ticipated an aggregate volume of business equaling the 1931 
level, Curtailed production will result in a decrease of 15 per 
cent in shipments of naval stores, while seasonal decreases as 
well as use of other modes of transportation will bring rail 
loadings of petroleum and products about 6 per cent under 1931, 
if the reports are fulfilled. 

Average movements of sugar, syrup and molasses and pulp, 
paper and products were predicted, with markets improving. 


CENTRAL WESTERN BOARD 


The meeting of the Central Western Shippers’ Advisory 
Board at Scottsbluff, Neb., September 20, is said to have been 
one of the most successful the board has held. There was an 
attendance of about 225. While the reports of the commodity 
committees indicated that loadings in the territory for the last 
quarter of the year would be about 11.4 per cent under actual 
loadings a year ago, the committee chairmen generally had an 
optimistic attitude as to immediate business prospects. It was 
pointed out that the estimates of the committees anticipated 
loadings in the fourth quarter of the year only 5.9 per cent 
under the estimated loadings for the third quarter, with the 
major part of the large grain movement in the latter period. 


The rail-truck competitive situation was debated by the 
members, a number of speakers appearing on both sides, but 
no action was taken by the board on the subject. There were 
a number of speakers on other subjects also. 

W. S. Whitten, secretary and traffic manager, Lincoln 
Chamber of Commerce, presented a paper dealing with the 
shippers’ view of the Consolidated Freight Classification, ex- 
pressing the opinion that many of the rules embodied in “this 
highly technical compilation” were obsolete and a cause of 
considerable loss of traffic to the rail lines. 

Congressman R. G. Simmons spoke on legislation enacted 
at the last session of Congress providing for relief for business 
and agriculture, and outlined the extent to which relief pro- 
vided through the Reconstructioh Finance Corporation had been 
utilized by the agricultural communities. 
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Carl Gray, president of the Union Pacific, was the principal 
speaker at an informal dinner in the evening. He was pre- 
ceded by Harry G. Taylor, manager of public relations, car 
service division, American Railway Association, and was intro- 
duced by “Cul” N. Wright, manager of public relations, Western 
Public Service Company, 

President Gray’s remarks dealt with economic problems 
facing the railroads and competition of waterways, unregulated 
truck operators, and pipe lines. He stated that government 
ownership of the railroads, in his opinion, was a remote possi- 
bility, because the government did not contemplate taking over 
a business in which there was no monopoly and which would 
put it in direct competition with thousands of the citizens of 
the United States. Mr. Taylor’s remarks were in the nature 
of an appeal for public confidence in the railroads and all 
fundamental industries. 

The next meeting of the board will be held in Salt Lake 
City, Utah, December 13. 

A summary of the commodity committee reports follows: 


Esti- 

















Actual, mated, % De- 
1931 1932 crease 
TR ee ee ee en ee nn eT ee 20,059 12,500 38 
Flour, meal and other mill products......... 12,479 9,800 21 
eer 5,385 2,900 46 
pT | ee ee 5,067 4,750 6 
SEES Oe Pere re mre ter oe 9 10,500 32 
Other fresh vegetables 3,639 3,200 12 
Oe Se Seer rrr 56,000 12 
Poultry and dairy products. ......ccccccseoe 4,446 4,230 5 
Ee err ee ree rer 78,010 71,000 9 
ee a. Ng o55.5:5.0 0.5 50.600Sde ree care 9,662 ~ 7,500 22 
ee ET FP eee eee TT eT Te 13,994 10,200 27 
BM. eiateacmsd ake SOW anew ae wake < ated dee bs.0ce eae 624 650 #4 
Lumber and forest products................ 3,286 2,200 33 
Petroleum and petroleum products......... 18,310 14,500 21 
ND aie gaara AS bik id renga o 0 Dae mee egies erbreon 8,786 8,200 f 
Oe EO ea re ae ee 677 550 19 
Te 8, eee er 104 70 33 
Sie oe eae non ee Maa weed bes wwe oe c Os 2,465 2,050 17 
PETG, DOE CIA DEOGUCIB soc icc cccsvcsecseess 969 700 28 
IE Sh a nie wad ait aay acne aW odemedas 08 dies 74 50 32 
Agricultural implements and vehicles....... 84 60 29 
Automobiles, trucks and parts.............. 275 180 35 
ee ee err oe 12 10 16 
Chemicals and explosives 159 125 21 
rere 607 550 9 
errr re 3,093 1,700 45 
I, 6.2. nis Saar asia pas bi0lb'es-0,6.00-4/6 odo sw ee 75,773 80,500 *6 
PE PEOD BEOGUGID..<o.0:06ccccdessseseece 17,862 16,000 10 
NII, 356s 6.4 id gg ches'iahiaps Sale aetna sare 0 hei eed 83,488 76,000 9 
Miscellaneous—other than merchandise..... 22,224 20,400 8 
EE 3.0590 odds ces earv eases ecwawde genes 470,932 417,075 11 
*Increase. 


ATLANTIC STATES BOARD 


While an improvement is expected in some lines, there will 
be a decrease of approximately 3.6 per cent in the volume of 
commodity shipments to be offered the railroads serving the 
Atlantic states territory in October, November and December, 
compared with the tonnage actually moved in the same period 
last year, according to reports submitted to the regular quar- 
terly meeting of the Atlantic States Shippers’ Advisory Board 
in session at Rochester, N. Y., September 29. 

Figures presented by industrial representatives indicated 
the tonnage to be moved in the closing quarter of the year would 
aggregate 590,684 carloads. Actual shipments of all commod- 
ities listed for the same three months of 1931 were 612,839 
carloads. 

If the reports are fulfilled, in only a few instances will the 
traffic surpass that of last year, among them being flour, meal 
and other mill products, hay, straw and alfalfa, fresh vege- 
tables other than potatoes, automobiles accessories, anthracite 
coal and coke and sugar, syrup and molasses. These increases 
will range from 2 to 10 per cent, according to the estimates. 
Potatoes, petroleum and petroleum products, and chemicals and 
explosives, it was anticipated, will move in practically the same 
volume as last year. 

Other indications were that the heaviest falling off in traffic 
will be found in gravel, sand and stone, which will be about 
fifty per cent below the shipments actually made in the last 
quarter of last year; cement shipments are expected to be 40 
per cent below last year’s figures; machinery and boilers will 
be 32 per cent lower than in the corresponding period of 1931, 
while fertilizer tonnage, as well as that of ore and concentrates, 
iron and steel, and lime and plaster, will be appreciably below 
last year’s traffic. 

The meeting brought together more than four hundred rail- 
road and industrial traffic representatives: Consideration was 
given to a number of major transportation matters of current 
interest. Among these were the practices of the government 
in subsidizing the Mississippi and Warrior River barge lines; 
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the policies of the railroads in adjusting rates to meet motor 
truck competition; pickup and delivery service recently inaug- 
urated by the carriers in New York City; freight claim preven- 
tion, and a report from a special committee on freight con- 
tainers and less-than-carload service. 

Those taking part in the sessions included Dr. C. S. Duncan, 
of the Association of Railway Executives, Washington, D. C., 
who addressed the meeting on “Rail and Road Transport at 
Home and Abroad”; D. N. Calkins, president of the Rochester 
Chamber of Commerce; W. C. Kendall, of the American Rail- 
way Association, Washington, D. C., who reported on general 
transportation conditions throughout the country; G. Metzman, 
manager, freight transportation, New York Central, New York, 
who reported for the railroad contact committee; A. P. Stevens, 
district manager of the car service division, American Railway 
Association, New York. 

C. L. Hilleary, of the F. W. Woolworth Company, New York, 
general chairman of the board, presided throughout the ses- 
sions, and he was assisted by P. W. Moore, of the Borough of 
Queens Chamber of Commerce, Long Island City, N. Y., and 
C. R. MacCarey, of the Hercules Cement Company, Philadelphia, 
Pa., alternate chairmen; D. R. Crotsley, vice president of the 
Lehigh Warehouse and Transportation Company, Newark, N. J., 
general secretary, and A. G. Warren, of New York, secretary of 
the board. 

A summary of the commodity committee reports, comparing 
estimated shipments for the next three months, with their actual 
shipments for the same quarter last year, follows: 














Actual, Estimated, % De- 
Commodity 1931 1932 crease 
COO, BEE ti vid vinden esas tavadareiag «tsi 4,473 4,155 mF 
Flour, meal and other mill products...... 11,329 12,348 *9.0 
EER, GT CE Bho oo ce bec ctcceccdusees 4,345 4,779 *10.0 
Ce EE EG iis os Sa cebwecndeseeee 10,576 10.0 
PES Ar eda butskG es padeccnw cd owes sednee0 6,333 6,330 ener 
Ce EB rere rr rere 8,990 *5.0 
Poultry and dairy products............... 1,285 1,220 5.0 
Anthracite coal and COke........ccccscece 346,130 *7.9 
CPO Be SI 0 ok ccctvccccceeceses ,001 20.0 
Gravel, GENE GN BONS ..0.cicsiccccccsece 8 20,489 50.0 
a ee eee 984 12.9 
Lumber and forest preeeese al ia aks ale ae 13,418 5.0 
Petroleum and petroleum products.. - 56,120 er 
Sugar, syrup _ eee 6,419 *2.0 
<r ree 25,106 15.0 
Machinery ae rer eer 5,092 3,462 32.0 
ale no is 05 on twin 96 9:44:66 s 004000 es 20,461 40.0 
Brick and clay products. ........ccccsccee 3,62 2,715 25.0 
LA BI son e505 ich tac sassscwesnes 2,918 15.0 
Automobile parts ..... eceecscescccesesoos 1,981 *10.0 
Fertilizer, all KimGs ......cccccccecccccccce 3,618 2,713 25.0 
Paper, paper board and prepared roofing 13, 285 12,036 9.4 
Chemicals and explosives ...........++.++. 6,626 6,620 epee 
Canned goods—all canned food products. 7,219 6,713 7.0 
Total—All commodities listed.......... 612,839 590,684 3.6 
*Increase. 


GREAT LAKES BOARD 


“Subsidized Transportation” was the subject of an address 
by John J. Pelley, president of the New Haven, before the 
meeting of the Great Lakes Regional Advisory Board, at Buf- 
falo, N. Y., September 28. The subject, he said, was, perhaps, 
the most important public question that had ever confronted 
the people. 

After reviewing the history of inland transportation in this 
country, he said: “The state and federal governments have 
spent tremendous sums in the last fifteen years for the con- 
struction of highways that parallel the railroads and are being 
used by the large motor busses and trucks. In the last few 
years our federal government has spent millions to establish 
lighted airways. The states and municipalities have spent large 
sums to establish airports, all to develop air transportation. 
Through the federal and state governments the tax payers are 
now contributing a very large part of the actual cost of high- 
way, waterway, and air transportation, while the railroads are 
required to be self-sustaining and those who use railroad trans- 
portation must pay the entire cost of that service.” 

After a somewhat detailed account of various public con- 
tributions to competing forms of transportation, he said: “We 
call ourselves a tax burdened people, yet a very large part of 
our present taxes are necessary because of the hundreds of 
millions of dollars that are being contributed year by year by 
the taxpayers to provide highways, waterways, and airways, in 
competition with the railroads. 

“The transportation problem of today is the result of an 
orgy of subsidized transportation. Our national system of trans- 
port cannot continue to function with progressive efficiency, 
part subsidized and part self-sustaining. Either all transporta- 
tion must be subsidized or it all must be self-sustaining. In no 
other way can we determine the economic efficiency of the 
various forms of transportation. 
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“There is no doubt as to the outcome. This country can- 
not continue to pour in hundreds of millions of dollars each 
year to subsidize transportation. The people are beginning to 
understand the solution which our transportation problem re- 
quires. There is a growing public demand that there shall be 
an end to subsidized transportation. 

“When the end of subsidized transportation has become an 
accomplished fact, there will be a coordination of transporta- 
tion agencies that is not now possible; much of the existing 
transportation waste will be eliminated; and a complete coor- 
dinated transportation service will be provided that will be 
more efficient and more economical than any service this coun- 
try has ever enjoyed.” 

The meeting of the Great Lakes Board was held at the 
Hotel Statler, with 375 industrial leaders and railroad officers 
of the Niagara Frontier, northwestern Pennsylvania, northern 
Ohio, northern Indiana and lower Peninsula of Michigan in at- 
tendance, It was presided over by John W. Montigney, traffic 
manager, Cleveland Tractor Company, and Frank H. Baer, 
traffic commissioner, Cleveland Chamber of Commerce, and 
general secretary of the board. 

It was the consensus of bankers throughout the district co- 
operating in supplying information for the bankers’ committee 
that the fall business would not be any more than seasonal. 
Improved sentiment was noted, however. 

A. P. Mills, chairman of the farmers’ committee, reported 
one of the largest sugar beet crops of recent years, with about 
155,000 acres now being harvested. Potato production was said 
to be good and anticipated rail carloadings will show 150 per 
cent increase over the same period last year, while hay and 
beans will perhaps show a slight increase, according to the 
reports. 

William E. Maloney, traffic commissioner, Buffalo Corn Ex- 
change and chairman of the committee reporting for the grain 
products interests, anticipated an increase in grain loadings and 
a movement of cereal and other grain products equal to that of 
last year. 

Kenneth A. Moore, assistant traffic manager, National Auto- 
mobile Chamber of Commerce; Hugh E. McGiveron, traffic mana- 
ger, Motor Wheel Company, and Henry Zimmerman, general 
traffic manager, B. F. Goodrich Rubber Company, as chairmen 
of those three committees, reported that carloadings would ap- 
proximate those in the fourth quarter of 1931. 

Frank H. Baer, general secretary of the board, presented a 
report on freight claim prevention. 
Walter Lorenz, traffic manager, Otis Steel Company and 


-chairman of the iron and steel committee, while reporting an 


anticipated decrease in rail carloadings, compared with the fourth 
quarter of last year, called particular attention to the fact that 
other forms of transportation were factors in the prospective 
decrease. 

Hugh M. O’Neill, president, Motor Express Company and of 
other motor transport agencies of Cleveland, made a talk on 
“Motor Truck Regulation,” pointing out that, while there could 
not be any great objections to regulation, the restrictions being 
imposed in some instances were “vicious.” 

Messrs. H. G. Taylor and W. J. McGarry, car service divi- 
sion, American Railway Association, discussed the “urgent need 
for” continued growth of the advisory boards, the national fore- 
casts, and transportation conditions of the country in general. 

What was regarded, by some, as the most important action 
by the board in the ten years of its existence was taken, when 
it voted to adopt a recommendation of the executive committee 
to amend the by-laws to broaden greatly the scope of its activi- 
ties and to open the door to consideration of traffic and trans- 
portation problems. Heretofore, the board has been limited to 
matters pertaining to car service and commodity committee re- 
ports. It is not proposed that they will discuss sectional or 
individual rates under the broadened scope of activities. 

The Board elected a nominating committee to prepare nomi- 
nations for office, which will be presented at the annual meeting 
in March, of which W. H. Chisholm, traffic manager, Woolson 
Spice Company, Toledo, is chairman. 

Reports forecasting rail carloadings for the fourth quarter 
of 1932, compared with the actual loadings for the same quarter 


‘of last year, follow: 


Carloads Estimated 
Actual Estimated Incr. Decr. 

1931 1932 Jo % 
ee, G45 inns bc bn tne-cud kowuss peas 17,457 18,500 6 
Flour, meal and other mill prod... 35,542 35,500 ine 
Hay, straw and alfalfa............. 4,307 4,300 
SE, Sandac cha bade aeb ies <eebh cams inate boas 
Cotton seed and products exc. oil.. .... 
2. SOR a ee wtaai vee =P o* 
Otter Crew TUE. 20. cccciccscaces 5,221 2,600 o* 50 
She SROs, ate SSSI are pape eo 2,004 5,010 150 ad 
Other tresh vegetables............. 4,241 2,100 ia 50 


aE SE ahh a beceSn 00 4 00:08 5204) « 8,366 8,700 4 
Poultry and dairy products......... nes one’ ce 
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Ne RED, gc bins ce iwncandewe seis 12,713 12,000 ia 5.6 
Ore and concentrates.........se.e+. 27,986 10,950 ae 60 
Gravel, sand and stone............. 26,626 21,050 Me 26.4 
DN Gi. Se Sista eile abie Red oleic ees e<winlt 7,263 6,973 tog 4 
Lumber and forest products........ 3,370 3,100 
Petroleum and petr. products....... 19,785 19,775 ia 
Sugar, syrup and molasses......... 1,348 1,400 4 oe 
Oe ek” er ee 24,186 20,558 ae 15 
Machinery and boilers.............. 3,205 2,925 on 12 
REE a eee eee 3,517 2,638 ex 25 
Brick and clay products............ 3,845 2,690 én 30 
SO GEE GUNBCEE . co sv vccccceccevesvs 6,247 5,315 be 14 
Agric. implements and_ vehicles 

other than automobiles......... 04 429 ia 15 
Automobiles, trucks and parts..... 35,216 35,172 = ae 
POPUMIMGrS, Bi KINGS. ..0ckeccccccces 1,036 850 ea 18 
Paper, paperbd. and prepared roofg. 7,291 6,416 ‘sé ye 


Chemicals and explosives.......... 
Canned goods—all canned food 
ere er eee 3,377 3,040 on 10 


231,991 a 12.3 





Total all commodities listed... .264,633 





Personal Notes 





Press Nichols has been appointed commercial agent for the 
Clyde-Mallory Lines, at San Antonio, to succeed J. K. Harris. 

George F. Yater has been appointed permanent chairman 
of the Pacific Coast-European Conference. He was formerly 
Pacific coast traffic manager of Norton, Lilly and Company, 
and was at one time traffic manager of Lunham and Moore in 
New York. E. J. Watts, secretary of the conference, will sever 
that connection, but will remain as secretary of the Pacific 
Westbound Conference and other groups. 

James J. McGowan, formerly north Pacific manager of the 
Royal Mail Steam Packet Company, has been appointed traffic 
agent for the United Fruit Company on the Pacific coast. 

Windsor F. Cousins and William F. Zearfaus have been 
appointed assistant general solicitors of the Pennsylvania. 
They previously were assistant solicitors in the legal de- 
partment. 

D. R. Crotsley has been appointed manager of the eighteen- 
story Starrett-Lehigh Building, covering the block bounded by 
West 26th and 27 streets and Eleventh and Thirteenth avenues, 
New York. He has been president of the Newark Traffic Club, 
president of the New Jersey Merchandise Warehousemen’s As- 
sociation, and is general secretary of the Atlantic States Ship- 
pers’ Advisory board. 

Mrs. S. O. Seamer has been promoted to cashier of the 
foreign department of the National Carloading Corporation, at 
New York. She is president of the Women’s Traffic Club of 
Greater New York. 

Louis A. Strouse has been appointed traffic manager, Cali- 
fornia Fruit Growers’ Exchange, Los Angeles. Karl D. Loos 
has been appointed traffic counsel, with headquarters in Wash- 
ington, D. C. 

J. K. Moore, general traffic manager, American Cotton Co- 
operative Association, New Orleans, has resigned, effective No- 
vember 1. He will return to Oklahoma City to reengage in 
practice of law, specializing in commerce cases. His services 
will be retained by the association in an advisory capacity. 

It is announced by J. A. Coakley, general traffic manager, 
for the American Bridge Company, American Sheet & Tin Plate 
Company, American Steel and Wire Company, Carnegie Steel 
Company, H. C. Frick Coke Company, Illinois Steel Company, 
National Tube Company, United States Coal & Coke Company 
—subsidiary companies of the United States Steel Corporation 
—that the traffic organization is now as follows: Eastern dis- 
trict, offices at Pittsburgh, W. S. Guy, traffic manager, and C. 
W. Trust, assistant traffic manager; western district, offices at 
Chicago, M. N. Billings, traffic manager, and W. O. Davis, as- 
sistant traffic manager. 





Doings of the Traffic Clubs 





“New Problems in Transportation” were discussed by 
George C. Smith, general traffic manager, M.-K.-T. Lines, before 
the Traffic Club of Dallas at its first fall luncheon at the 
Adolphus Hotel September 26. 





At a meeting of the Traffic Club of Newark at the Chamber 
of Commerce Building October 3, Clarence L. Hilliary, traffic 
manager, F. W. Woolworth Company, will speak on “Store- 
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Door Delivery and Pickup Service and Freight Claim Preven- 
tion.” 





The Women’s Traffic Club of Chicago will have a “guest 
night” in the rooms of the Traffic Club of Chicago October 3. 





“Something different” is promised for the next meeting of 
the Women’s Traffic Club of San Francisco. A buffet supper 
will be served at the Clark Wing house in the hills above 
Berkeley, following which Sydney H. Parsons, writer and ex- 
plorer, will give a travelogue. The date is October 18. 





A drive for membership is being conducted by the Traffic 
Club of Minneapolis. 





At the meeting of the Oakland Traffic Club held at the 
Hotel Leamington September 20, Leon Whitsell, a member and 
past president of the state railroad commission, was the 
speaker. The club picnic will be held at Linda Vista Paradise, 
Mission San Jose, October 2. There will be a baseball game with 
the Pacific Traffic Association and numerous other sports events 
and entertainment. 





“Falling in line with the prevailing spirit of economy,” the 
board of the Traffic Club of Detroit adopted a resolution at a 
recent meeting providing that the annual banquet of the club 
be dispensed with this year and that, in lieu thereof, a luncheon 
be held early in February at which newly elected officers will 
be installed. 





Seventy-five guests were entertained by the Traffic Club of 
Kalamazoo September 20 at its first fall session following sum- 
mer recess. The occasion was sponsored by the McNamara 
Motor Express Company. The speaker was Robert H. Dunn, 
chairman of the Michigan Public Utilities Commission, whose 
subject was “Our Present-Day Transportation Problems.” Oc- 
tober 18 the club will be entertained by a troup from the 
Michigan State Prison. The speaker will be Ray O. Brundage, 
commissioner of the Board of Pardons, with George J. Bolen- 
der, general traffic manager of the Paper Makers’ Chemical 
Corporation, master of ceremonies. The annual dinner is 
scheduled for November 15. 





“Katy Day” will open the weekly luncheons of the Traffic 
Club of St. Louis for the fall season. An attendance of between 
five and six hundred is expected for the meeting to be held at 
the Jefferson Hotel October 3, when a program will be presented 
by representatives of the Missouri-Kansas-Texas. President M. 
H. Cahill and his official family will be guests of the club. 





A “smoker” will be given by the Traffic Club of Baltimore 
at the Lord Baltimore Hotel October 5. Vaudeville entertain- 
ment, music, and four boxing bouts are on the program. 





The weekly luncheon of the Transportation Club of St. 
Paul, held at the Hotel Lowry September 27, was designated 
“Coal Day.” Charles M. Spencer, Twin City manager of the 
Anthracite Institute, gave a talk illustrated with moving pic- 
tures on “A Trip Through the Anthracite Mines.” 





The Traffic Club of New England will begin its fall activ- 
ities with “Marine Night” at the Copley-Plaza Hotel October 6. 
Henry I. Harriman, president of the Chamber of Commerce of 
the United States, will speak on “The St. Lawrence Power and 
Waterway Project.” There will be dinner and a program of 
music. 





The Birmingham Traffic and Transportation Club will have 
its second stag “Gridiron Dinner” at the Highland Park Coun- 
try Club October 4. 


The proposed St. Lawrence waterway was described as one 
of the “tax-eating services which few demand and no one really 
needs,” by J. M. Fitzgerald, vice chairman, Committee on Pub- 


(Advertisement) 


WANTED—ASSISTANT TRAFFIC MANAGER 


An internationally known manufacturing organization having sub- 
sidiaries and sales distribution points covering the United States and 
foreign countries offers an excellent opportunity to a successful traffic 
executive for a position as assistant in Traffic Department. Applicant 
should be between 30 and 38 years of age with good educational back- 
ground. Must have ability and personality to function in a large or- 
ganization whose demands for passenger, freight and express service 
are varied and voluminous. In reply give details concerning age, edu- 
cation, experience, salary demands, and enclose recent photograph. 
Address Box 368, care Traffic World, Chicago, Ill. 






















Se 
\ 























































October 1, 1932 PAGE 625 


an 


| 
' 
! 


: 
%.%¢ 
~~ ” ~ 


7 7 SS 
\ 


tt 


NTE Bs, Aig 
= + 7 Baa "%,, 


Me 7 
AN DW) ie opr LTT 


| 


Satsenay 


xy 
a 
UA \\\' 


A CR 


—_ 


UUNUUVUOUUV ONO UHUUnHeee Oe uanveqtaaued 


ZSVITMMESSSSLSS 
IVIL TMT 


UMA 


WLLL: 


LLLIIILLE 


Ew 














PAGE 626 





lic Relations, Eastern Railroads, in an address before the open- 
ing fall meeting of the Transportation Club of Toronto at the 
Royal York Hotel September 21. He also discussed rail-high- 
way competition. Charles La Ferle, traffic manager, Robert 
Simpson Company, and president of the club, introduced him. 





The next meeting of the Metropolitan Traffic Association 
of New York is set for October 13. Officers will be elected. 





The twentieth annual banquet of the Transportation Club of 
Louisville will be held at the Brown Hotel October 19. 





The Students’ Council of the American Freight Traffic Insti- 
tute will meet in the club rooms of the Traffic Club of New 
York at the Park Central Hotel October 10. Officers will be 
elected and there will be the following addresses: Paul B. Mulli- 
gan, Procter and Gamble Manufacturing Company, “The Man- 
agement of an Industrial Shipping Department’; Theodore 
Zelko, Queensboro Chamber of Commerce, “Pickup and Delivery 
Service by the Rail Carriers in the Metropolitan Area”; Patrick 
J. Byrne, Southern Pacific Steamship Lines, “Seatrain Service 
and Rates.” Dinner will be served. 


HIGHWAY USERS’ CONFERENCE 


Roy F. Britton, lawyer of St. Louis, Mo., for Many years 
president of the Automobile Club of Missouri, has been ap- 
pointed director of the Highway Users’ Conference that was 
organized at a conference held last July in Washington at which 
Alfred P. Sloan, Jr., president of General Motors Corporation, 
presided. (See Traffic World, July 9, p. 66.) The organization 
has established temporary offices in the Mills Building, Wash- 
ington, D. C. The announcement of Mr. Britton’s appointment 
stated that the principal function of the conference would be 
to collect and correlate data on motor transport “in order to 
assure to the road using public maximum use and benefit, with- 
out the hampering effects of burdensome taxes and punitive 
restrictions.” 

Announcement has been made of the formation of the 
Illinois Highway Users’ Conference, a state organization pat- 
terned after the recently created national Highway Users’ Con- 
ference. It will be the purpose of the state organization, 
according to its chairman, Lafayette Markle, president of the 
Chicago Automobile Trade Association, to bring together all 
individuals and groups in the states interested in use of the 
highways, to protect their common interests. Membership will 
be drawn from owners and operators of commercial vehicles, 
both truck and bus, equipment manufacturers, and all others 
directly interested in the expenditure of state funds for highways. 

Unfair taxation of motor vehicles and diversion of gasolne 
tax money from other than road construction use are among 
the immediate concerns of the new organization, it is stated. 
In that connection Chairman Markle points out that “already 
$16,000,000 has been borrowed from the state’s share of the 
gas tax, wholly paid into the treasury by owners of motor 
vehicles. It is now proposed in certain bills pending before 
the special session of the. state legislature further to divert 
the gas tax to unemployment relief, or a dole.” 

The general purpose of the organization, it is stated, will 
be to study legislation and .taxation affecting the motor vehicle 
owner and the highway user and seek to prevent the imposition 
of unjust burdens. An office has been opened in Chicago, with 
F. E. Ertsman, secretary, in charge. Mr. Ertzman-is also 
secretary of the Illinois Motor Truck Owners’ Association, an 
organization largely composed of owners of fleets of trucks 
used in private business and of cartage firms. The Motor Truck 
Owners’ Association has been in existence for fifteen or six- 
teen years. 


TRUCK COMPETITIVE RATES 


A proposal to establish, in substance, nunc pro tunc sus- 
pension proceedings, so as to enable railroads to meet truck 
competition, has been made to the Commission by F. L. Spei- 
den, tariff publishing agent of the Southern Freight Associa- 
tion, in sixth section application No. 6302. His proposal has 
received the approval of H. G. Toll, chairman of the Trans- 
continental Freight Bureau. The attitude of other tariff pub- 
lishing agents has not yet been disclosed to the Commission. 
The application, in Speiden’s terms, follows: 


To publish on one day’s notice reduced point-to-point rates, and 
charges necessary to effectively compete with actual movement, or 
certified tenders, by carriers via motor vehicle highway; provided that 
joi agents or individual lines in availing themselves of this a—- 
misSion agree, that upon notice from the Interstate Commerce Com- 
mission received within 30 days of the issuing date, said notice being 
to the effect that upon complaint or upon its own initiative the Com- 
mission shall have decided that such rates would have been suspended 
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had the usual 30 days’ notice been given, then in that event, such 
joint agents or individual lines will immediately cancel such new 
rates which thus shall have been put into effect upon one day’s notice 
and will in all respects restore the rate adjustment in. status quo and 
the items thus suspended will be handled under exactly the same 
procedure that would have been the case had 30 days’ notice been 
given and the suspension issued under the usual rules. 


In support of his application Speiden said the necessity 
for competing with unregulated carriers ran to the elemental 
principles of commercial rivalry. Obviously, he said, the time 
element was of prime importance. Properly safeguarded as to 
the certification of actual competition and of concurrence of 
all railroads concerned, Speiden suggested that. no objection 
appeared to giving carte blanche permission to do immediately 
what was regularly permitted in a restricted way upon formal 
application, the difference being that it could be done in time 
effectively to meet uncontrolled competition rather than be 
delayed until a part or the whole of the traffic had already 
moved to the irresponsible carrier. 

Speiden said that many applications were filed every day 
by him and others and that such applications were regularly 
granted but at the cost of ten to twenty-five days’ delay, de- 
pending upon the time required for preparation, filing, handling 
by the Commission and the posting of the tariffs thereafter. 

“The recent rapid increase of unrergulated carriers,” said 
Speiden, “has materially changed transportation conditions 
since the passage of the present act, and the discussion of this 
proposal among both carriers and shippers has not, to the 
knowledge of the undersigned, elicited any objection thereto. 
Further, since the wider use of the telephone, air-mail and air- 
express have speeded up general business of today, a quicker 
handling of traffic contracts is required than in former years 
and carriers are unable to cope with presént-day conditions 
unless they, too, be placed in position to act promptly. This 
proposal is, therefore, designed to benefit both shippers and 
regulated carriers. 

“The necessity for one day’s notice versus a longer notice 
is, therefore, apparent if regulated carriers are to meet with 
dispatch the rates which are varied from day to day by their 
unregulated competitors. It is believed that such permission, 
if granted, will have the effect of stabilizing freight rates.” 

The applicant said that the Commission knew that trucks 
made frequent trips and that tenders were frequently made on 
a few hours’ notice, in the full confidence that regulated car- 
riers would not be able to meet these tenders even on short 
notice, except after the interim incident to handling, first, with 
the railroad, second, with the Commission, and third, with the 
printers. 

The first and third of these dealings, Speiden said, could 
now often be concluded within twenty-four hours, but that the 
act of sending attested applications to Washington if each ap- 
plication proceeded in its regular order through the Commis- 
sion’s office required a period of ten to twenty days before the 
rate would be available to the shipping public. Shippers ordi- 
narily preferred the rail route, said Speiden. He added that 
after the twenty days had expired the unregulated carrier could 
make another reduction over night resting in the knowledge 
that he would have a clear field for another ten to thirty days. 
If, however, said Speiden, the truckster knew that the railroad 
would be in position to meet his rate on one day’s notice, under 
a continuing authority from the Commission, it was logical to 
conclude that the competitive rate structure between highway 
and rail would soon be stabilized. 

“It is obvious,” said Speiden, “the rail carriers’ handicaps 
in this respect are responsible in large measure for the evils 
of midnight rate cutting by trucks.” 


MOTOR BUS OPERATORS 


Railroad propaganda against highway transportation, need 
of adequate federal regulation of interstate bus operations, and 
recent developments in commercial services in transporting 
passengers over the highway were among subjects considered 
the first day of a two-day meeting of the National Association 
of Motor Bus Operators, at Chicago, September 29. The occa- 
sion was the sixth annual convention of the association, with 
a registration of some two hundred and fifty representatives of 
the principal bus lines. 

Desire for federal regulation of the highway passenger trans- 
portation industry was voiced repeatedly by speakers and recom- 
mendations presented by the legislative committee again placed 
the association on record as favoring such regulation and proposed 
other legislation believed to be in the interest of the industry. 
Air conditioning of busses was said to be a development of the 
immediate future and increased efforts to provide safety on 
the highways was indicated in an elaborate safety code recom- 
mended by the safety committee. 

A “fair deal” for the bus-operators and for the two billion 
passengers using bus transportation annually was called for by 
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Arthur M. Hill, president of the association, president of At- 
lantic Greyhound Lines. A protest against “confiscatory” taxa- 
tion was a prominent feature of his remarks. 

“The rate of increase in our tax burden from year to year 
is startling,” he asserted, “and, unless some means are em- 
ployed to bring clearly before the public and the legislatures 
that these taxes are rapidly approaching confiscation, and that, 
rather than being further increased, they should be reduced, 
in many cases, our cost of operation will become such as to 
make it impossible to serve the public except between the 
large centers of population, thus depriving those of our citizens 
who have no other means of transportation of the convenience 
of this indispensable utility.” The “railroad assertion” that bus 
transportation was not paying its way was without foundation 
in fact, he said, pointing out that, in 1931, approximately $31,- 
000,000 was levied against the 32,500 buses in interurban com- 
mon carrier service as special fees for the use of the highways. 

The motor bus, he insisted, was not the cause of the de- 
cline in rail passenger revenues. Citing figures as to increases 
in motor vehicle registration in the last nine years, he said 
that, in that period, 43,173,755 people had “arranged to transport 
themselves.” The private automobile was said to present as 
great a problem to the bus industry as to the steam. railroad 
industry. 

With respect to federal regulation, Mr. Hill said: 


Beginning with 1926, the passenger bus operators of this country 
have been ably represented before each Congress in an earnest and 
honest effort to obtain fair, equitable and just regulation of inter- 
state bus operation. In the seventy-first Congress a bill regulating 
the operation of interstate buses was passed by the House of Repre- 
sentatives, and, upon reaching its final reading in the Senate, seemed 
sure of enactment. At this stage of its progress, however, through 
the adoption of a motion to recommit, the bill was killed. 

Commenting on this action of the Senate, Senator Couzens stated 
from the floor of the Senate that this legislation had been killed 
through the influence of the railroad interests. To the best of my 
knowledge, this statement went unchallenged and I think, therefore, 
it is safe to assume it was true. 

The passenger bus interests of the United States, as represented 
by this association, favor equitable and just regulation of interstate 
buses, providing, of course, such regulation is designed to protect the 
public interest. 

In concluding, Mr. Hill suggested that it would be helpful 
if rail and motor bus executives could get together and discuss 
their common problems with the idea of solving them in the 
interest of maximum public service, rather than to continue a 
legislative warfare bound to react to the disadvantage of the 
public. 

Motor Vehicles vs. Railroads 


The “age-old” fight of the canals against the railroads was 
being reenacted today with the railroads and motor transpor- 
tation as the two protagonists, said David E. Lilienthal, mem- 
ber of the Wisconsin Public Service Commission, in an address 
at a luncheon. State legislatures, he said, had met the situa- 
tion with a considerable degree of effectiveness, but the national 
legislature was still “laggard.” 

“This clash between the giant of the rails and the rela- 
tively young competitor of the highways is not simply a matter 
for private concern,’ he continued. “Every member of the 
community is affected, since we are utterly dependent on ade- 
quate transportation. Furthermore, we of the general public 
are a direct party in the interest, since the railroads are quasi- 
public institutions, and the motor vehicles operate upon high- 
ways built to promote commerce and serve the public welfare.” 

Two paramount principles stood out as of importance in 
the competition of these two transportation rivals. Those were, 
he said, that no existing form of transportation had a vested 
right that could stand in the way of reasonable progress to- 
ward a more convenient and economical form of transportation 
for the general public, and that new forms of transportation 
should expect to be subject to reasonable taxation and regu- 
lation. . 

Unfair Propaganda 


“Unfair Propaganda in the Legislatures” was the subject 
of an address at the afternoon session by John Blood, member 
of the Kansas legislature and secretary of Southern Kansas 
Stage Lines. 

He declared that an immense amount of propaganda was 
being issued to protect the railroads, “its object being to 
strangle the highway industry by adverse legislation and drive 
the public back to the use of the rails, however uneconomical 
and unsuited to present conditions that might be.” 

It was his position that unjust legislation directed at the 
motor transport industry would have the effect of driving the 
little merchant out of business, while giving further aid to 
chain stores and other large shippers able to maintain private 
fleets of trucks. 

“The little manufacturer, wholesaler, shipper, and mer- 
chant do not have the volume that will make it possible for 
them to own a fleet of trucks immune from the taxation and 
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regulation asked for the common carrier,” he said. “There- 
fore, with the common carrier truck taxed out of existence, 
they will be handicapped for the reason that the large whole- 
saler, the chain store, the big packing houses and manufactur- 
ing interests can maintain fleets of private trucks and have a 
sufficient volume of business so that they can operate at a min- 
imum of loss. Thus, the very thing that it was sought to ac- 
complish by governmental regulation of the railroad is encour- 
aged by excessive taxation and regulation of common carrier 
trucks and busses, and the small merchants are discriminated 
against, and the general public injured thereby.” 

He said he wanted to emphasize that common carrier bus 
and truck operators were in favor of paying their full share of 
highway construction costs, of reasonable regulation, and of 
enforcement of such police regulations as were necessary to 
insure highway safety. 

Mr. Hill was reelected president of the association; E. W. 
Wakelee, vice-president of Public Service Coordinated Transit, 
Newark, N. J., was elected vice-president, and E. D. Merrill, 
president of Washington Rapid Transit Company, Washington, 
D. C., was reelected treasurer. 


FREE STORE DOOR DELIVERY 


The Commission has authorized the Long Island Railroad 
Co. to establish collection and delivery service, door to door, 
on less-than-carloads of all commodities between points in the 
state of New York, originating at and terminating at points on 
its rails without extra charge; also on traffic destined to or 
originating at points beyond the Long Island to be paid for 
on not less than one day’s notice. The carrier expects to estab- 
lish these services on October 1. They will be established 
under a new tariff, I. C. C. No. 896. The Commission, to enable 
the carrier to make its services effective at the earliest pos- 
sible date, set aside its tariff filing rules to the extent necessary. 
The proposed tariff, however, will be subject to the emergency 
charges carried in Curlett’s I. C. C. A-367. The tariff was placed 
on the files of the Commission on Sept 29. 

The free collection and delivery service is not applicable 
on traffic to and from connecting lines. In section 2 of the 


tariff the Long Island offers an optional collection service on 
less-than-carload freight destined to points on connecting rail- 
roads or optional delivery service on like traffic originating on 


connecting railroads. This optional collection and delvery serv- 
ice in connection with lines other than those of the Long Island 
will be performed at a charge of five cents a hundred pounds, 
minimum twenty-five cents, in addition to the rail haul rates. 

The Long Island, in asking for permission to establish the 
rates on less than statutory notice, said that its plan had been 
approved by the Trunk Line Association members and that 
no objections had been registered for publishing on less than 
statutory notice. 

According to an announcement by the Long Island the pick- 
up and delivery service will be performed for it by the trucks 
of the Railway Express Agency, Inc. 


BARGE-TRUCK COMPETITION 


Southwestern carriers have asked the Commission to 
modify further its report and order of April 5, 1927, in No. 
13535, Consolidated Southwestern Cases, as amended by the 
report and order of June 7, 1932, in the fourteenth supplemental 
report, 185 I. C. C. 357, to enable them to meet actual and im- 
pending unregulated water competition on rivers in Louisiana, 
Arkansas and Missouri. They also ask modifications to permit 
them to publish reduced rates because of and to meet joint 
barge-truck competition. 

In that fourteenth supplemental report the Commission 
amended Findings 1 to 11, inclusive. The instant petition asks 
the Commission to extend the relief accorded to them in the 
amendment to Findings 1 to 11 so as to enable them to meet 
the two sorts of competition mentioned. 

The amendments to Findings 1 to 11, the carriers point 
out, are limited to bona fide existing water competition from 
one port on the Mississippi River to another port on that 
stream; between one port on the Mississippi or Warrior and 
a port on the Gulf, or from one port on the Gulf to another 
port on the Gulf, if the reduced rates are not “lower than rea- 
sonably necessary to meet such water competition.” 

When the carriers persuaded the Commission to grant them 
the relief provided in the modified Findings 1 to 11, they 
pointed out that considerable tonnage was moving by barge 
lines on other than the Mississippi and Warrior Rivers and by 
the Gulf. However, they now say, the relief granted by the 
modifications in Findings 1 to 11, was limited in the respects 
hereinbefore set forth. 

Now the railroads ask modifications necessary to enable 
them to meet unregulated competition on the Red, Ouachita, 
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Arkansas, White and Black Rivers. They quote the annual 
reports of the chief of engineers of the army as to the tonnage 
carried on those streams. Among others, they say, those re- 
ports show that the Ouachita and Black Rivers were used to 
transport, in 1929 and 1930, 429,542 and 415,520 tons, respec- 
tively; and that the Arkansas was used to transport 234,521 
tons in 1929 and 236,290 tons in 1930. Figures for other streams 
are also given. The petition also shows the points at which 
competition is met by the various southwestern lines. They 
consist of tonnage carried on the Black and Ouachita Rivers in 
1930 and 1931 is also shown with the report of the army engi- 
neer stationed at Vicksburg as authority for the figures. 

“Your petitioners feel,” says the petition of the southwest- 
ern lines, “that the increase in the transportation of sugar, for 
example, upstream via the Ouachita River (total 7,453 tons in 
1931) accounts in no small measure for the loss of tonnage on 
that commodity from rail lines.” 

To explain actually what that loss amounted to, the petition 
carried a tabulation showing the tonnage of the Missouri Pacific 
to points in Arkansas, both local and interline. In 1931 the 
table showed that that carrier carried 266 cars to points in 
Arkansas, while in the same period in 1932 it carried only 63 
cars. 

Completion of concrete highways in Arkansas, Louisiana 
and other southwestern states, the petition points out, has 
widened the field of the unregulated barge and truck. The 
petitioners say that the Commission has recognized, to some 
measure, the need of latitude to the rail carriers to retain and 
regain some of the fraffic by amendments to Findings 1 to 11. 
Proof of such competition, they say, need not again be offered. 
Likewise, they say, proof should not be required of the “over- 
night” institution of joint transportation service by water and 
highway. The financial condition of the carriers, the petition 
says, is also known to the Commission. The need of traffic 
to restore a more normal condition, it says, is apparent. 

Further modification of the order, the carriers say, will in 
no wise jeopardize the rights of the complainants inasmuch as 
ten days’ notice will be given to them prior to the filing of 
tariffs containing reduced rates, so that their right to ask for 
investigation and suspension will be retained. 


MEETING KANSAS CLASS RATES 


With a view to meeting the less than carload class rates 
applicable over either rail or truck routes, prescribed by the 
Kansas commission, to be effective October 7, the Union Pacific 
and the carriers parties to Boyd’s tariffs have asked the Com- 
mission to be allowed to make operative less than carload class 
rates in adjoining parts of Missouri, or over interstate routes 
between points in Kansas, on the basis of the rates prescribed 
by the Kansas commission. The Boyd and Union Pacific rates 
would be applicable over rail routes. 

The applications are for permission to make less than Ccar- 
load rates on the first four classes “between points in Kansas 
via interstate routes; between Kansas City and St. Joseph, Mo., 
on the one hand and points in Kansas on the other; and between 
Kansas City, Mo., on the one hand, and St. Joseph, Mo., on the 
other via interstate routes.” 

The Boyd application said it was made in order to keep 
shippers and receivers located at Kansas City and St. Joseph, 
Mo., on a rate parity with similar shippers and receivers located 
on the opposite bank of the Missouri River in Kansas. The 
tariffs ordered by the Kansas commission and which are to be 
duplicated in the competitive territory consist of distance scales 
to be used in calculating the point to point rates. 

The Kansas scale which Boyd and Union Pacific propose 
to use begins with a first-class rate of 27 cents for 17 miles. 
It becomes 40 cents at 40 miles; 55 cents at 84 miles; 73 cents 
at 121 miles; 81 cents at 166 miles; 90 cents at 201 miles; 104 
cents at 251 miles; 120 cents at 301 miles; 132 cents at 338 
miles; 144 cents at 398 miles; and runs out with 152 cents at 
500 miles. 





TRAVEL BUREAUS 'N TEXAS 


So-called “travel bureaus” have become so numerous in 
Texas and are transporting so many passengers at low rates 
that Attorney General James V. Allred has taken steps to 
put a stop to the use of the public highways by automobiles 
engaged in this unregulated service. He has obtained tem- 
porary injunctions in the district court at Austin against six 
travel bureaus in Dallas, restraining them from operating motor 
vehicles in violation of the statutes regulating motor bus trans- 
portation. Suits will be filed against other bureaus in other 
cities. In the last few months these bureaus have built up a 
large business. Ostensibly, according to investigations that 
have been made of these services, the bureaus are operated 
merely as clearing houses for owners or drivers of private au- 
tomobiles who may be willing to take with them on their trips 
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one or more passengers at a charge much below the regular 
bus or railroad fare. Commercial travelers, especially, have 
found the business profitable, it is stated. Most of them travel 
by automobile on an expense account and these extra fares 
were found to amount to as much as $15 or $20 in a single day 
on trips between the larger cities of the state. The bureaus 
keep a registry of available cars and passengers. It is alleged 
that in some instances the bureaus have been operating their 
own automobiles. 


IMPROVEMENT OF WATERWAYS 
Secretary of War Hurley has approved waterway improve- 
ment allotments as follows: San Diego Harbor, Calif., $15,000, 
and Agate Bay, Minn., $16,000. 


RAIL-BARGE COTTON RATES 
Special permission was telegraphed to Johanson, Speiden, 
and Chaffee by the Commission Sept. 26 authorizing them to 
make rail-barge cotton rates agreed on by the railroads and 
the government barge line operative on five days’ notice. 


MID-WEST ADVISORY BOARD 


In addition to regular reports of committees, including esti- 
mated anticipated carloadings in the territory for the last quar- 
ter of the year, there will be a number of addresses at the 
twenty-eighth regular meeting of the Mid-West Shippers’ Ad- 
visory Board to be held at the Palmer House, Chicago, October 
6. Speakers announced include: A. N. Williams, president, Belt 
Railway of Chicago; Phil Hanna, editor, Chicago Journal of 
Commerce, and F. E. Winburn, special representative, freight 
claims division, American Railway Association. General trans- 
portation conditions will be reviewed by L. M. Betts, manager, 
car service division, American Railway Association. District 
Manager W. D. Beck will report on conditions in the territory 
of the board. 





ILL, CHAMBER OF COMMERCE LUNCHEON 


At a transportation luncheon of the Illinois Chamber of 
Commerce, held in connection with the annual meeting of the 
chamber at the Hotel La Salle, Chicago, October 13, L. A. 
Downs, president of the Illinois Central, will speak on “The 
Road to Recovery.” The address will be before the transpor- 
tation section of the chamber. The Traffic Club of Chicago has 
been invited to attend the luncheon. 


COMMERCE YEARBOOK 


The Commerce Yearbook for 1932, volume I, has been is- 
sued by the Department of Commerce. In addition to other 
lines of business covered, the book contains statistics and in- 
formation relating to railway transportation, electric railways, 
motor transportation, inland water transportation, ocean trans- 
portation and air transportation. The volume is for sale by 
the Superintendent of Documents, Washington, D. C., for $1.25. 


NEW COMPLAINTS FILED 


No. 24384, Sub. No. 2. Merton Anderson, trading as Anderson Grain 
Co., Bucklin, Kan., et al., vs. A. T. & S. F. et al. 
Unreasonable rates, wheat and corn, points in Kan. to points in 
Mo., Kan., Neb. and Okla. Ask rates and reparation. 
No. on aes Petroleum Corporation, St. Louis, Mo., vs. C. B. & 

. et al, 

Unreasonable rates and charges, Ege oy kerosene, lubricating 
oils and greases, Arkansas City, Kan., to Brunswick, Cameron 
and Carrollton, o. Asks reparation. 

. G. E. Anderson & Son, McPherson, Ia., vs. C. B. & Q. 

Rates and charges in violation sections 1 and 3, vaccinated 
feeder pigs, South St. Paul, Minn., to McPherson, Ia.. Prejudice 
alleged because feeder rate was not granted. Ask reparation. 
No. 25525. The Rea-Patterson Milling Co. et al., Coffeyville, Kan., vs. 

Dardanelle & Russellville et al. 

Unreasonable rates and charges, wheat, corn and products there- 
of, points in Ia., Mo., and Kan. to Coffeyville, Kan., subjected to 
transit services and reshipped to points in Ark. Ask rates and 


reparation, 
No. wg The A. J. Harwi Hardware Co., Wichita, Kan., vs. Alton 
et al. 


Unreasonable rates and charges, washing machines and parts, 
and radio receiving sets, Ft. Wayne, Ind., to Wichita, Kan., clay 
targets, Findlay, O., to Wichita, Kan., sweat pads, Greenfield, O., 
to Wichita, Kan.; and refrigerators, Greenville, Mich., to Wichita, 
Kan. Asks reparation. 

No. 25527. Austin Lowery, Woodbine, Ia., vs. C. & N. W. 

Charges in violation sections 1 and 3, calves, stockers, Bassett, 
Neb., to Woodbine, Ia., because feeder or transit rates were not 
applied. Asks reparation. 

No. a Anderson Oil Co., Liberty, Mo., et al. vs. A. T. & S. F. 
et al. 

Unreasonable rates, petroleum products, points in Kan. and 
Okla. to points in Mo. Ask reparation. 

No. 25529. Tovrea Packing Co., Phoenix, Ariz., vs. A. T. & S. F. et al. 

Rates in violation sections 1 and 3, fresh meats and packing 
house products, Tovrea, Ariz., to Boulder Jct,, Vegas and 
Boulder City, Nev., as compared with rates from Los Angeles and 
Ogden and Salt Lake City, Utah. Asks rates and reparation. 
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TOO SLOW, you say... NOT DIRECT ... 
out of the line of travel . . . waste of money! 


Certainly! Seattle agrees with you. . 
heartily! For Seattle 1s the nearest 
United States port to the Orient... the 
ONLY port in the United States from 
which your freight can go to the Orient 
in a direct, time saving line. Thus, if 
you would ship to Denver direct—ship 
to the Orient direct—via Seattle. 


That’s what appeals to shippers. The 
natural result is increasing tonnage for 
the Port of Seattle . . . saving for ship- 
pers and consignees thousands of dol- 
lars and thousands of hours every year. 
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NEW YORK 


Seattle is characterized by Port facilities 
among the most modern of any city in the 
world. Because of proximity to the vast 
westward markets, it has enjoyed phenom- 
enal growth. By direct routes from the 
Port of Seattle, merchandise is shipped to 
principal ports of Great Britain, Conti- 
nental Europe, Africa, Australia, South 
America, Hawaii, Japan, China, The Phil- 
ippines and Siberia. Approximately 142 
steamship lines operate to and from the 
port an average of 122 ships per day. 
These and many other illustrated reasons 
responsible for Seattle’s growing importance 
in world shipping are contained in an at- 
tractive Port Book—yours for the asking. 


BELL STREET TERMINAL 
Seattle, Washington 


NEAREST AMERICAN PORT TO THE ORIENT 


EAR EERE 
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Stove manufacturers are large 

users of Kimpak pads. Two 

pads protect the top side edges 

of the oven; one pad protects 
the front edge of base. 





How will your product 
arrive at destination? 


Will it be scratched or marred— 
causing undue expense? Try this 
way to avoid this trouble. 


pose. It affords complete 
protection to the finest porce- 
lain and lacquer finishes. 

If this problem is troubling 
you send for free samples and 
more details about this excel- 
lent Wadding. Kimpak comes 
in rolls, sheets or pads of 
various thicknesses — plain or 
backed with kraft, waxed, jute 
linen or tissue, according to 


requirements. 


FOREIGN a UNTRIES 


Crepe Wadding 


Hundreds of leading manu- 
facturers of furniture, stoves, 
auto parts, cabinets, plumbing, 
refrigerators, store fixtures, 
caskets, etc., etc.—have solved 
the ‘‘marred-in-transit’’ 
troubles by using Kimpak 
Crepe Wadding. It saves time 
in packing, is economical — 
safe and sure. No other type 
of padding equals the effi- 
ciency of Kimpak for this pur- 


Kim 


REG.U.S. PAT. OFF. & 


KIMBERLY-CLARK CORPORATION, Neenah, Wis. 


Address sales office at: 
8 S. Michigan Ave., Chicago, Ill. 122 East 42nd St., New York City 
Please send sample of KIMPAK CREPE WADDING. 


Nahai cin Ane seins litichia coe: Abe aie PW ine. saw: ean, dia) Shale 
Address... 
ERE Sia Pi eee 


NS ek OS Air wage 5%: cr aEsch Min Oa tuget’s oS -4<,6 6 GAY wise ons. Coeme Rtee 
We are interested in: 
(  ) Rolls......Wide (  ) Sheets, size...... ( ) Pade, dise...... 
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Questions and Answers 


N this column will be answered questions of both legal and prac 
nature that confront persons Gouting with traffic. A specialist on yo 
state commerce law, . x member of our legal department, will give 
opinion in answer to any simple — relating to the law of interstate 
transportation of freight. ic man of deaf ¢ experience and wide know!l- 
- ee will answer questions relati: a oe — — problems. We do not 

to take place of the help him in his work. 

ey right is reserved to yt to aoe in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of — ation a s contemplated. If a 
more comp: ve answer to a question is is thought for 
this column, the department will x pony it by letter _. reasonable rge. 


Addr Re Deqectnemt. 
Traffic Service "Contecation’ iii Mills Building, Washington, D. C. 





Routing and Misrouting—Conflict Between Rate and Route 
Shown in Bill of Lading by Shipper 


Michigan.—Question: A signed bill of lading covers a car 
of salt from Port Huron, Michigan, to Hohenwald, Tenn., was 
routed P. M..B. & O-L. & N.-N. C. & St. L.—with a through 
rate of 36c per 100 pounds inserted thereon. It develops that 
36c is the correct rate, based on a 19c proportional rate over 
Cairo, Ill., as carried in Agent Jones’ Tariff 95-G, I. C. C. 2010, 
which with exceptions as noted is not applicable via B. & O. 
and shipment was assessed the Cincinnati combination of 39c. 

Inasmuch as the carriers accepted the shipment without 
recourse, resulting in an overcharge of $13.92, will you please 
state who is responsible? Should the carriers pay or decline 
the claim? 

Answer: Had no rate been shown in the bill of lading there 
would have been no obligation on the part of the initial car- 
rier to forward the shipment through Cairo, under the routing 
shown therein. 

However, the shipper having shown in the bill of lading 
the rate applicable via Cairo it was the duty of the initial car- 
rier to ascertain whether the shipper desired to forward the 
shipment via the route composed of the lines shown in the 
bill of lading, at the rate applicable via that route, or desired 
the shipment forwarded via a route over which the rate of 
36c, the rate shown in the bill of lading, applied. See Altitude 
Petroleum Co. vs. Ft. W. & D..C. R. R. Co., 118 I. C. C. 572. 


Proof of Loss or Damage 


Ohio.—Question: A question has come up relative to the 
adjustment of claims on materials which are concealed during 
transportation. For example, we have brick shipped to our 
yard in cartons which is delivered from car to job. There is 
no way to detect any damage when unloading the brick from 
the car, and the damage is not detected until the brick is taken 
from the cartons at the job, by the contractor. 

We have notified the railroad to examine cars as they 
arrive in our yard, and have also requested that they examine 
the brick when removed from cartons at the job, or have the 
contractor throw to one side the damaged brick in order that 
the carrier may be in a position to examine same. 

The carriers are taking exception to examining the brick 
at the job. We would appreciate getting your views, as we 
wish claims to be adjusted upon presentation, and our conten- 
tion is that the only way this can be done is to have the rail- 
road examine the material at the job. We do not know whether 
this is legal or not, and we would appreciate hearing from you 
fully with regard to this matter. 

Answer: From a legal standpoint, claims for concealed loss 
or damage are as valid as any other claim; the only difference 
is that in case of concealed loss or damage it is more difficult 
to establish the proof necessary to prosecute the claim. In 
order to recover the value of goods lost or damaged under cir- 
cumstances which bring the case within the category of a con- 
cealed loss and damage, the plaintiff must prove by a pre- 
ponderance of evidence that the loss or damage occurred while 
the goods were in the carrier’s possession. 

If the shipper sustains the burden of proof resting upon 
him of showing that delivery to the carrier in good condition 
and of proof that the damage did not occur while the ship- 
ment was in the hands of the drayman, recovery may be had, 
unless the carrier can show that the damage resulted from a 
cause for the consequence of which it is not liable. See the 
following cases relating to concealed loss or damage which 
indicate what evidence is essential to a recovery in such cases. 
Shore vs. N. Y. N. H. & H. R. R. Co., 121, Atl. 345; John Deere 
Plow Co. vs. American Express Co., 223 S. W. 488; Canfield 
vs. B. & O., 75 N. Y. 144; Hirsch vs. Hudson R, Line, 57 N. Y. 
S. 272; Baer vs. N. Y. C. & H. R. R., 144 N. Y. S. 682; Silver- 
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Ward Baking ( Company buys 12 


Bakery at Pittsburgh, Pennsylvania. 


AUNT HANNAH 


NUN HANNAH CAKES 


Satisfactor Vv experience has resulted 


in Ward Baking C ompany operating a fleet of. 78 Studebaker trucks 


Studebaker Service 
wins repeat orders 


in the medium duty field. Massive frames— 


Cece truck service means two things: 
Dependable performance of equipment and 
courteous, efficient assistance by dealer and 
factory—Studebaker popularity begins with 
exceptional performance and grows steadily 
as maintenance is required—Such truck serv- 
ice is winning repeat orders for Studebaker. 

Studebaker trucks are pow- 
ered with husky 6-cylinder 75 
horsepower engines which de- 
velop 1 horsepower for every 
3.06 cubic inch displacement 
—the most efficient engines 


14%4-ton 
2-ton .. 
3-ton .. 


. $ 670 to $ 745 
895 to 
1350 to 1425 


All prices chassis at factory. Bumper, 
spare tire extra. Cabs and all standard 
bodies available on all chassis. 


big full floating rear axles—special truck 
springs—and every other essential feature is 
designed and built for dependability. 
Studebaker trucks move their tonnage at 
lower net costs than any other truck built 
today. Low first cost, low maintenance and 
longer life all prove that Stude- 
baker is giving the greatest 
values ever offered by any man- 
o— ufacturer—and every truck is 
built to traditional Stude- 


baker quality standards. 
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more Studebakers for its subsidiar y Baur Brothers 


Studebakers are prosit-makers 











































IS YOUR BUSINESS 
a7 


ABOVE THE COUNTRYS 
AVERAGE THIS YEAR 


? 


A recent country-wide survey of business 
conditions by Erwin, Wasey & Co. of Chicago 
showed Houston to be one of the brightest 
spots on the map this year. Business here is 
55% above the average for the United States, 
with new enterprises springing up and many 
firms reporting the best business of their 
careers. 


Houston’s unexcelled advantages as a rail- 
road center (19 lines) and a world port (67 
lines) combined with its unique location in- 
land, saving 50 miles by rail and its miles of 
ideal channel-side industrial sites available 
make it a very practical location for a money- 
making branch factory or distribution head- 
quarters. 


These advantages PLUS the fact that Hous- 
ton and its trade territory are less affected 
by economic disturbances than probably any 
part of the country are the reasons why some 
of America’s biggest corporations are finding 
it expedient to make Houston their head- 
quarters for the South and West. 


IF YOU WOULD LIKE TO KNOW 
HOW HOUSTON CAN MAKE MORE 
MONEY FOR YOU 


Consult with any of the Port Bureau 
Representatives 


They’ll give you a frank statement of facts 
based on an impartial survey of the fteld. 
Write, phone or wire the nearest one. 
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man vs. C. C. C. & St. L., 157 N. Y. S. 876;--Wallera vs. 
N. Y. C. & H. R. R. Co., 166 N. Y. S. 1083; Openhym vs. Maine 
S$. 8S. Co., 127 N. Y. 8S. 468; Miller ve. R. R. Co.,- 90 N. Y. 
420, 43 Am. Rep. 179; Jean Garrison & Co. vs. Flagg, 90 N. Y. S. 
289; Thyll vs. R. R. Co., 84 N. Y. S. 175; Regan vs. N. Y. R. 
Co., 98 S. E. 860 (S. C. 1917); Edwin B. Stimpson Co. vs. 
C. B. & Q., 164 N. Y. S. 68. 

While the affidavits of the shipper and consignee may sup- 
port a claim filed with a carrier, they are not competent evi- 
dence in an acton at law if objected to by the destination 
carrier. The testimony of the parties who loaded and unloaded 
the car, either in court or by deposition, would be competent 
if suit were brought. 

There is no legal means of compelling a carrier to examine 
the brick, either while in cars in the yard (which apparently 
would be of no avail as you state the damage cannot be de- 
tected until the brick is removed from the cartons), or at the 
job. The carrier is liable in the event the injury occurred while 
the brick was in the possession of the carrier as such, unless 
the result of one of the excepted causes, such as the inherent 
nature of the goods, but the burden, as stated above, is upon 
the owner of the brick to prove that the injury occurred while 
the goods were in the course of transportation. 

An inspection by the carrier’s representative might facili- 
tate proof of the carrier’s liability and the prompt settlement 
of claims, but it cannot be legally required of the carrier and 
would not, in any event, be proof of the carrier’s liability, but 
would at best establish the fact that certain of the bricks 
had been damaged, unless, of course, such an inspection would 
disclose the cause of the damage. 

If, ordinarily, brick shipped in the manner you describe 
are not subject to damage in transit, that is, the inherent 
nature is not such that damage will result even though properly 
handled by the carrier, this fact would tend to establish the 
carrier’s liability, if proof of the delivery of the brick to the 
carrier in good condition is made. 








Docket of the Commission 


“er 





October 3—Kansas City, Mo.—Examiner McGrath: 
Kansas City Pump Co. et al. vs. Alton R. R. et al. 
25189—Kansas City Gas Co. vs. A. G. S. R. R. et al. 


October 3—Des Moines, Ia.—Examiner Smith: 
1. & S. 3773—Fabrication of iron and steel at C. R. I. & P. points. 


October 3—Washington, D. C.—Examiner Williams: 
23715—Read Phosphate Co. vs. A. T. & S. F. Ry. et al. (further 
hearing, for the sole purpose of determining amount of reparation 
due complainant under the findings in this case). 
October 4—Denver, Colo.—Public Utilities Commission of Colorado: 
Finance No. 9386—A pplication D. & R. G. W. R. R. for permission 
to abandon a branch line extending from Lake Junction to Lake 
City, Colo. (further hearing). 
— 4—Washington, C. C.—Examiner Weems: 
& S. 3801—Coal from Pennsylvania to Northern Ohio. 
october + 4—Washington, D. C.—Examiner Hill and Classification Agent 
ensen 
1.&S. 3569—Classification ratings on food products, L. C. L., packed 
in glass between points in official and Illinois territories. 
|. & S. 3803 and Ist and 3rd supplemental orders—Food products in 
glass or earthenware containers. 
October 4—Kansas City, Mo.—Examiner McGrath: 
25278—Harrison Engineering & Construction Corp. (of Del.) vs. 
Cc. B. & Q. R. R. 
October 4—Washington, D. C.—Examiner Hill and Classification 
Agent Jensen: 
* 1. & S. 3803—Scond supplemental order—food products in glass or 
earthenware containers. 


October 5—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 14811—Philippine Lumber from south- 
ern territory, filed by J. E. Tilford. 


October 5—Oklahoma City, Okla—Examiner Mattingly: 
I. & S. 3130, part 11—Stone, southwestern rates, and consolidated 
southwestern cases (adjourned hearing). 
25073—Cold Springs Granite Co., Inc., vs. A. T. & S. F. Ry. et al. 
— 5—Argument at Washington, D. C.: 
& S. oF -T Ce Se Tobacco in the south. 
21876 G. Capps et al. N. S. R. R. et al. 
33299 baker Produce Corporation et al. vs. B. & E. R. R. et al. 


October 5—Paris, Ill.—Examiner Smith: 
20965—Frank B. Clinton et al.vs. B. & O. R. R. et al. 


October 5—Harrisburg, Pa.—Public Service Commission of Pennsyl- 
vania’ 
Finance No. 9546—Joint application of N. Y. L. E. & W. Coal & 
R. R. Co. and Erie R. R. 
October 5 to 14, inclusive—Detroit, Mich.—Director Bartel: 
Ex Parte 104, part Il—Terminal services (further hearing). 
— 6—Argument at Washington, D. C.: 
& S. M62 (and ist supl.)—Glass (plate, ‘polished, wired), from, to 
“and between points in southern territory and from Okmulgee, 
Okla., to Memphis, Tenn., and New Orleans, La. 
1. & S. 3483—Glass (rough or ribbed, window and rough rolled), 
from, to and between points in southern territory. 
23684 (and Sub. 1)—Union Mirror Co. et al. vs. B. & O. R. R. et al. 
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Regular Freight and Passenger Service 
BETWEEN 
New York, New Orleans, Boston and San Francisco 
We solicit specific inquiries relating to 


our facilities, our rates and terms. AND 


Charles H. Gant, Manager Cuba, Jamaica, Panama, Colombia, Costa Rica 
. WILMINGTON MARINE TERMINAL a ; 
> Wilmington Delaware Guatemala, Honduras, British Honduras, 


Mexico, Nicaragua, Salvador. 


Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 


: QUAKER LINE America and Mexico at differential rates. Through 


| | Dependable Intercoastal Service Se eee toe gutete. 
Between Shipments to El Salvador handled expedi- 
Albany, N. Y. Philadelphia tiously via Puerto Barrios, Guatemala and the 


Boston, Mass. Baltimore International Railways of Central America. 
, New York 


and For Rates and Other Information Address: 


pep el gy Scot gg Se FREIGHT TRAFFIC DEPARTMENT 


Alameda, Portland, Seattle, Tacoma. cm Plor 3, Nerth River, New York, N. Y. 





































For rates, schedules and other particulars apply A i" cn carl > 1001 F at at. W W. Washington Ot. 
| poser ranelseo, Calif. leago, Iii. 
| F 
QUAKER LINE Ge Long. Whart, S21 St. Ohare 8. 
Besten, Mass. New Orleans, La. 


PHILADELPHIA—The Bourse BALTIMORE—Keyser Bldg. 
BOSTON—33 Broad Street CHICAGO—327 So. LaSalle St. 
NEW YORK—17 Battery Place DETROIT—General Motors Bidg. 
ALBANY—D & H Building PITTSBURGH—Gulf Building 
EASTON, PA.—Drake Bidg. DAYTON, OHIO—18 Riverdale St. 


General Offices: One Federal Street, Boston, Mass. 












MOOREMACK GULF LINES 


WEEKLY SAILINGS 
From BOSTON and PHILADELPHIA to TAMPA, NEW ORLEANSand MOBILE 
and vice versa. 
From BALTIMORE to NEW ORLEANS and MOBILE direct or transhipment 
at PHILADELPHIA and vice versa. 
Between NEW ORLEANS and TAMPA 


MOORE and McCORMACK, Inc., Agents 
For rates and other information, apply to the nearest of these offices: 

NEW YORK, 5 Broadway NEW ORLEANS, Canal Bank Bldg. 
PHILADELPHIA, Bourse Bidg. DETROIT, Industrial Bank Bidg. 
BALTIMORE, Seaboard Bidg. CHICAGO, 503 Marquette Bidg. 
TAMPA, Stovall Prof. Bidg. MEMPHIS, Cotton Exchange Bidg. 
MOBILE, Meaher Bidg. PITTSBURGH, Oliver Bldg. 
BOSTON, Pier 40, Hoosac BATON ROUGE, 1758 Government St. 

Docks, Charlestown ST LOUIS, Railway Exchange Bidg. 









Premium 


for This Service 


Shipping by American Mail Line 
President Liners is just as econom- 
ical and a great deal faster. Sailings 
are so frequent and dependable that 
you can with precision state to your 
Oriental customers just when their 
goods will be delivered. The regular 

sailing schedule of President Liners has 

set up new standards for Pacific shipping. 

Specify American Mail Line. 


A fleet of express Cargo Liners further 
augments this service to Japan, South 
China and the Philippines. 


For information apply desk No.6 







































96 DCN sion 06:00:86 tn0 000 400 8 New York 
oto -aese - 1714 Dime Bank Bldg............. Detroit 
“Fultex” waterproofed tar- * 110 S. Dearborn St.........+-++; Chicago 
paulins. They offer the kind Union Trust Bldg. Arcade....... Cleveland 
of service you like to re- General Freight Office 
“——. 740 Stuart Building............... Seattle 


Write our nearest plant for 
samples and prices on _ tar- 


ieee, Tote AMERICAN 
, Fulton Bag & Cotton Mills MAIL LINE 


Dat 76 offices in 22 countries at your service 


Minness rocklyn New Orleans Kansas City, Kan 
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Speeding Up Progress for 
Traffic Managers 


Big business institutions are on the lookout for men who can 
save them money. LaSalle training in Traffic Management equips 
a man to demonstrate unusual savings—and as a result to advance 
rapidly in his profession. C. E. Veth, Traffic Manager of the 
Smith Agricultural Chemical Company, Cleveland, Ohio, saved 
his firm $10,600 in overcharges through his newly organized 
trafic department. “My subsequent salary-increase of 200 per 
cent,” writes Mr. Veth, “is due in large measure to the study and 
application of your training.” Whether you have been in traffic 
work for many years or are just entering this profitable field, you 
need LaSalle’s 64-page booklet, “Opportunities in Traffic Manage- 
ment.” Send for it today. It’s FREE. Address Dept. 1095-T. 


LaSalle Extension University, Chicago, IIl. 


ATTORNEYS AT LAW 


eg HARRY C. AMES 
INTERSTATE in ogre Maeght 


COMMERCE Fermerly Attorney and Examiner 


Interstate Cemmerce Commissien 
COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


Philcade Building, Tulsa, Oklahoma 
Oklahema City Office, Petroleum Bldg. 
Washingten Office, Southern Bldg. 


TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR d 
Interstate Commerce and State Commissien Cases an 


Departmental Service Commerce 


713 Mills Bldg. : 
WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cest and Statistica] Analyses—Matters Relating 
te Rates—Censelidations and Valuatiens 


6438 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 


Experts 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 
Rates and Rou All in One Book! 


Send Sample Sheets 
G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 


The Traffic World 
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24050—A. Johnson, Grand Chief Engineer of the Brotherhood of 
Locomotive Engineers, et al. vs. A. C. L. R. R. et al. 
October 6—Kansas City, Mo.—Examiner McGrath: 
25286—Mid-West Steel Products Co. vs. A. T. & S. F. Ry. et al. 
October 6—Washington, D. C.—Examiner Archer: 
24881—Carolina Shippers’ Assn., Inc., et al. vs. N. Y. C. R. R. et al. 
25441—-Carolina Shippers’ Assn., Inc., et al. vs. A. C. L. R. R. et al, 
(adjourned hearing). 
ae ee a 7—Argument at Washington, D. C.: 
1. 3685—Coal from B. & O. R. R. mines to eastern points. 
I. é . 3765 (and ist and 2nd sups.)—Iron pipe from O and Pa, 
to C. F. A. points. 
24233—Dansville Board of Trade vs. D. & Mt. M. R. R. et al. 
October 7—Kansas City, Mo.—Examiner McGrath: 
25328—Panhandle-Eastern Pipe Line Co. vs. Alton R. R. et al. 
October 8—Kansas City, Mo.—Examiner McGrath: 
25308—Oakley Marble & Granite Co. vs. C. B. & Q. R. R. et al. 
October 10—Ashland, Ky.—Kentucky Railroad Commission: 
* Finance No. 9520—Application East Kentucky Southern Ry. for 
permission to abandon its railroad. 
October 10—Dallas, Tex.—Examiner Mattingly: 
25359 a Sub, 1 and 2)—East Texas Refining Co. vs. A. C. R. R, 
et al. 
October 10—Washington, D. C.—Examiner Weems: 
1. & S. 3782—Rail-lake-rail canned goods, Wisconsin to east. 


October 10—Washington, D. C.—Examiner Williams: 
1. & S. 3809—Classification rating on mess benches and tables. 


October 10—Kansas City, Mo.—Examiner McGrath: 
1. & S. 3766—Terminal allowance for switching at Humboldt, Kan. 


October 11—Washington, D. C.—Examiner Lawton: 
Fourth Section Application No. 14797—Paper and paper articles—- 
Filed by Un. Pac. R. R. 


October 11—Kansas City, Mo.—Examiner McGrath: 
25112—-Pan American Feed Co. vs. A. T. & S. F. Ry. et al. 


October 12—Washington, D. C.—Examiner Mattingly: 
1. & S. 3786—Stone, Bedford, Ind., district to Ill. and Mo. 
1. & S. 3130, part 11—Stone, southwestern rates, and consolidated 
southwestern cases (adjourned hearing). 


a ay a 12—Argument at Washington, D. C.: 
1. & S. 3727 (and ist, 2nd and 3rd supplemental orders)—Canned 
goods eastbound from Pacific Coast. 
1. & S. 3764—Storage in transit at New Haven, Conn. 


October 12—Dallas, Tex.—Examiner Mattingly: 
1. & S. 3804—Cotton from Texas to Texas ports. 


October 13-14—Argument at Washington, D. C.: 
17000, part 9—Rate structure investigation, live stock—western dis- 
trict rates (and cases grouped therewith). 


In CHICAGO 


sO) TERMINAL 


WAREHOUSES & 


Close to ‘‘Loop."’ Office and warehouse space for 
lease. Merchandise storage. Pool cars distributed. 
runnel, water, rail and truck facilities at door. 


519 W. ROOSEVELT ROAD CHICAGO 


RICHMOND. VA. 


of General Merchandise 

175,000 Square Feet Floor Space 
Sprinkled Buildings 

Le Southern R. R. Siding 200 Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and ty Work Guaranteed 
We Also Bind Ali of Publications 


The Book Shop Bindery = 


350-364 West Erie Street 


Crus Ran mae cake CARS 


Wiad: wn ix: disige-maislaindll 


in perfect condition 


N@REH AMERICAN CAR CORP. (°S") 3277 SOUrm EA GAELE sr. 


CHICAGO 





